
45Attachment  A

Chapter 3.0: Plan Elements

3.1 Building Urban Villages
The development pattern described in the
Urban Village Element of the City of
Seattle Comprehensive Plan will shape the
city’s transportation facilities. In particular,
transportation facility design will reflect the
intended pedestrian nature of the Urban
Centers and Villages and the desire to
connect these places with transit service.

Because Seattle is a fully built city with a
mature street system, the City uses a full
range of non-single occupant vehicle
transportation facilities to support the
desired redevelopment pattern within
Urban Villages. These facilities can help
create the mixed-use, walkable, transit
and bike-friendly centers that this Plan
envisions. However, the City recognizes
that auto and service access to property will remain important for accommodat-
ing growth in Urban Centers and Villages.

Outside of urban centers and villages, the City will also look for appropriate
transportation designs that align transportation facilities and services with adja-
cent land uses. The Transportation Element of the Comprehensive Plan contains
references to the Transportation Strategic Plan, which is the functional plan
developed to implement these policies.

Comprehensive Plan Goals and Policies
TG1 Ensure that transportation decisions, strategies and investments are coordi-
nated with land use goals and support the urban village strategy.

T1 Design transportation infrastructure in urban villages to support land use
goals for compact, accessible, walkable neighborhoods.

T2 Make the design and scale of transportation facilities compatible with planned
land uses and with consideration for the character anticipated by this Plan for the
surrounding neighborhood.

T3 Encourage and provide opportunities for public involvement in planning and
designing of City transportation facilities, programs, and services, and encourage
other agencies to do the same.

T4 Provide sufficient transportation facilities and services to promote and accommo-
date the growth this Plan anticipates in urban centers, urban villages, and manufac-
turing/industrial centers while reducing reliance on single occupancy vehicles.

T5 Establish multi-modal hubs providing transfer points between transit modes in
urban centers and urban villages.

Strategies for improving transportation facilities in Seattle’s Urban Centers and Villages
are located throughout the TSP elements. The SDOT project prioritization process
described in Chapter 4:  Funding the Plan also includes criteria to evaluate if a project
supports the urban village land use strategies.

CHAPTER 2.0: STATE OF THE CITY’S TRANSPORTATION SYSTEM

Ballard Ave. NW is in the Ballard Hub Urban Village
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3.2  Make the Best Use of the Streets We Have to Move People,
Goods and Services
There are about 366,000 passenger cars and trucks registered in Seattle, more
than the amount of licensed drivers. Over the last twenty years, vehicle miles
traveled in the region have grown over four times as fast as population. At the
same time, Seattle has a limited amount of street space to accommodate
these vehicles, leading to increased congestion. The Comprehensive Plan
recognizes that, with very few exceptions, expanding streets and roads to
accommodate cars is generally unproductive. New capacity is quickly filled by
more driving. In addition, opportunities to widen or construct new streets in
Seattle are extremely limited because of our built-out, urban environment.
Therefore, we must make the best use of our existing rights-of-way to move
people, goods and services.

The Comprehensive Plan sets forth a plan to increase the use of transit,
walking, bicycling, carpooling, and other alternatives. Part of SDOT’s role in the
implementation of the Comprehensive Plan is to design and build transportation
projects that support attractive, compact, walkable neighborhoods. To accom-

plish these goals, the Department manages
traffic on all streets to balance making
street improvements that enhance neigh-
borhood character and promote livable
communities as well as the need to man-
age property access for motor vehicles and
freight.

SDOT seeks to manage the carrying
capacity of the City street system and on-
street parking as efficiently and effectively
as possible. At the same time, SDOT
monitors increasing traffic congestion along
transit, freight, bicycle and pedestrian
routes. the City must allocate street space
carefully among competing uses to further
the City’s growth management and trans-
portation goals.

Comprehensive Plan Goals and Policies
TG2 Manage the street system safely and efficiently for all modes and users
and seek to balance limited street capacity among competing uses.

TG3 Promote safe and convenient bicycle and pedestrian access throughout
the transportation system.

TG4 Promote adequate capacity on the street system for transit and other
designated uses.

TG5 Preserve and maintain the boulevard network as both a travel and open
space system.

TG6 Promote efficient freight and goods movement.

TG7 Protect neighborhood streets from through traffic.

Walking, driving and parking are just a few of the activities that must be
accomodated in Seattle’s street rights-of-way.
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T9 Allocate street space among various uses (e.g., traffic, transit, trucks,
carpools, bicycles, parking, and pedestrians) to enhance the key function(s)
of a street as described in the Transportation Strategic Plan.

T10 Designate, in the Transportation Strategic Plan, a traffic network that
defines Interstate Freeways, Regional, Principal, Minor and Collector Arterial
streets, Commercial and Residential Access Streets and Alleys as follows:

Interstate Freeways:  roadways that provide the highest capacity and
least impeded traffic flow for longer vehicle trips.

Regional Arterials:  roadways that provide for intra-regional travel and
carry traffic through the city or serve important traffic generators, such as
regional shopping centers, a major university, or sports stadia.

Principal Arterials: roadways that are intended to serve as the primary
routes for moving traffic through the city connecting urban centers and urban
villages to one another, or to the regional transportation network.

Minor Arterials:  roadways that distribute traffic from principal arterials to
collector arterials and access streets.

Collector Arterials:  roadways that collect and distribute traffic from princi-
pal and minor arterials to local access streets or provide direct access to
destinations.

Commercial Access Streets: roadways that directly serve commercial and
industrial land uses and provide localized traffic circulation.

Residential Access Streets:  roadways that provide access to neighbor-
hood land uses and access to higher level traffic streets.

Alleys:  travelways that provide access to the rear of residences and busi-
nesses that are not intended for the movement of through trips.  Where a
continuous alley network exists, it is the preferred corridor for utility facilities.

T11 Establish a street system that can accommodate the weight of heavy
vehicles and reduce the damage such vehicles can cause.

T12 Designate, in the Transportation Strategic Plan, a transit network to
maintain and improve transit mobility and access, compatible with the trans-
portation infrastructure and surrounding land uses.  Through the network,
focus transit investments and indicate expected bus volumes and transit
priority treatments appropriate for the type and condition of the street.

T13 Designate, in the Transportation Strategic Plan, a truck street classifi-
cation network to accommodate trucks and to preserve and improve com-
mercial transportation mobility and access. Designate as follows:

Major Truck Streets:  an arterial street that accommodates significant
freight movement through the city, and connects to major freight traffic
generators.

T14 Designate, in the Transportation Strategic Plan, a bicycle classification
network to accommodate bicycle trips through the City and to major destina-
tions.  Designate as follows:

CHAPTER 3.0: PLAN ELEMENTS
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Urban Trails: a network of on- and off-street trails that facilitate walking and
bicycling as viable transportation choices, provide recreational opportunities,
and link major parks and open spaces with Seattle neighborhoods, reprinted
as Figure 22: Urban Trails Map.

Bicycle Streets: an on-street bicycle network that connects neighborhoods
and urban centers and villages and serves major inter-modal connections.

T15 Designate, in the Transportation Strategic Plan, a network of boule-
vards that provides for circulation and access in a manner that enhances the
appreciation or use of adjacent major parklands and vistas and preserves the
historic character of the boulevards.

T16 Designate, in the Transportation Strategic Plan, a Street Type overlay
to define street use and design features that support adjacent land uses,
generally, as follows:

Main Street: Main activity center in urban villages for pedestrians and tran-
sit.  This Street Type encourages and supports pedestrian and bicycle activity
as well as transit. Streets in this type may include high capacity transit stops
and are distinguished by compact, mixed land uses, and high densities.

Mixed Use Street: Streets within neighborhood commercial areas of the city.
This Street Type supports all modes with an emphasis on pedestrian access.

Regional Connector Street: Provide connections between regional centers
along principal arterials. This Street Type supports all modes but is primarily
designed to provide citywide and regional access for transit, cars and truck
trips and may support high and intermediate capacity transit service.

Commercial Connector Street: Provide connections between commercial
areas as well as local access within urban villages along minor arterials streets.
This Street Type supports all modes with an emphasis on local access.

Local Connector Street:  This Street Type supports pedestrian access
along Collector Arterials to and from key pedestrian generators and destina-
tions (e.g., schools, community centers, transit stops). May also be non-
arterial streets that provide direct connection to high capacity transit stops.

Industrial Access Street: This Street Type supports freight access to
manufacturing and industrial land uses.

Green Street:  This  Street Type on certain downtown streets provides
exceptional pedestrian environments and may include wider sidewalks, street
trees, landscaping, and appropriate street furniture emphasizing pedestrian
movement.

Neighborhood Green Street: May be on any non-arterial street adjacent
to residential and commercial land uses. This Street Type supports all modes
with an emphasis on pedestrian amenities, street trees and landscaping.

T17 Use neighborhood traffic control devices and strategies to protect local
streets from through traffic, high volumes, high speeds, and pedestrian/
vehicle conflicts.  Use these devices and strategies on collector arterials where
they are compatible with the basic function of collector arterials.
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Figure 22: Urban Trails Map
(Reprinted from City of Seattle Comprehensive Plan, 2004, Transportation Figure 1)
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T18 Increase capacity on roadways only if needed to improve safety, im-
prove connectivity of the transportation network, improve isolated connections
to regional roadways, or where other measures are impractical to achieve level-
of-service standards.  The City will manage capacity of principal arterials where
and as appropriate and will not attempt to provide street space to meet latent
demand for travel by car.  The City will not support freeway expansion for the
sole purpose of increasing general traffic capacity.

T19 Recognize the important function of alleys in the transportation network.
Consider alleys, especially continuous alleys, a valuable resource for access to
abutting properties to load/unload, locate utilities, and dispose of waste.

Strategies for Making the Best Use of Streets We Have to Move
People, Goods and Services

This section includes strategies that offer direction so that SDOT can make the best use
of the streets we have to move people, goods and services though planning for street
networks and efficient management of our rights-of-way. Many of these strategies are
under development currently in the Right-of-Way Management Initiative, a new program
to more comprehensively manage Seattle’s right-of-way in the future. Through the use
of new processes and tools, SDOT will better plan, authorize, coordinate, analyze, and
communicate the use of the right-of-way to get Seattle moving.

S1.  Optimize the People-Moving Capacity of Existing Arterial
Streets.

Arterial streets are designed to more safely handle higher volumes and speeds of traffic
than non-arterial streets. There are a number of ways the City can increase the
efficiency of arterial streets in a manner that fosters pedestrian-friendly streetscapes and
protects neighborhoods from cut-through traffic. In addition, the Walking, Bicycling,
Transit and Operations and Maintenance strategies later in this chapter are all critical to
this effort.

S1.1 Optimize the Movement of People, Goods and Services on
Arterial Streets through Operational Improvements

Identify and implement operational improvements through adjustments of existing traffic
facilities. Examples include adjusting signal timing, installing turn pockets, restricting
turning movements and driveways, installing regulatory and informational signing, and
adding parking restrictions to provide for turning movements and through-lane continuity.

S1.2 Optimize People-Moving Capacity through Major Capital
Improvements

Evaluate and implement capital improvement projects on arterial streets to enhance
traffic operations (e.g., large projects like installing signal interconnects, improving direct
linkages with highways and freeways, and constructing grade separations where
appropriate). Major investments in new lane capacity would be justified only in the rarest
of circumstances, and such projects would require substantial analysis to determine the
cost-effectiveness as well as the evaluation of impacts and potential for lower-cost
alternatives.

S2.  Continue Seattle’s Neighborhood Traffic Control Program

Consider requests from neighborhood organizations and citizens and consequently
design and implement traffic circles and other neighborhood traffic control devices.
These devices can be very effective to slow speeds and reduce collisions on
neighborhood streets. In fact, to date, Seattle’s traffic circles have resulted in a
substantial reduction in accidents and speeds in neighborhoods. They can also
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Figure 23:  Seattle Arterial Classifications

CHAPTER 3.0: PLAN ELEMENTS
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Figure 24:  Seattle Transit Classifications
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encourage through traffic to stay on the arterial streets, reducing the impacts of cut through
traffic on neighborhoods.

S3. Define Seattle’s Street Classification System to Guide the Design and
Operation of the City’s Street System.

The City of Seattle classifies streets according to different levels of emphasis on traffic
movement versus direct access to property. The street classifications are based on the American
Association of State Highway and Transportation Officials (AASHTO) standards that identify
major functional classifications for all urbanized areas that have over 50,000 people.

At one end of the hierarchy, a freeway emphasizes traffic movement, while restricting access to
adjacent land. At the other end of the hierarchy, a local street provides easy access to adjacent
residential, commercial, and industrial land uses. Transportation improvements developed in
accordance with the street classification system will help to discourage higher speed “through”
traffic from using local neighborhood streets, and local traffic from congesting regional travel
facilities. This will not only improve the efficiency of the transportation system, but will also
maintain the livability of city neighborhoods.

Street classification descriptions and designations provide the basis for determining how
individual streets should be used and operated as well as for evaluating any changes in the
operation or physical features of city streets.  They are used to guide future investments in
transportation improvements. While the policies provide a framework, the design of
improvements for specific locations will continue to be developed through the City’s standard
design process.

S3.1. Define and Map the Following Traffic Classifications (See Figure 23:
Seattle Arterial Classifications):

INTERSTATE FREEWAYS:

Limited access roadways that provide the highest capacity and least impeded traffic flow for
longer vehicle trips (five miles or more).

REGIONAL ARTERIALS:

Roadways that provide for intra-regional travel. As such, may carry traffic through the city or
serve important traffic generators, such as regional shopping centers, a major university, or sports
stadia (not pictured on the Figure 23: Seattle Arterial Classifications).

PRINCIPAL ARTERIALS:

Streets that are intended to serve as the principal route for the movement of traffic through the
city. They connect urban centers and urban villages to one another, or to the regional
transportation network.

MINOR ARTERIALS:

Streets that distribute traffic from principal arterials to collector arterials and commercial and
residential access streets.

COLLECTOR ARTERIALS:

Streets that collect and distribute traffic from principal and minor arterials to non-arterial streets
or provide direct access to destinations.

COMMERCIAL ACCESS STREETS (NON-ARTERIAL):

Streets that provide access to commercial and industrial land uses and provide localized traffic
circulation.

RESIDENTIAL ACCESS STREETS (NON-ARTERIAL):

Streets that provide access to residential land uses and to higher level traffic streets and provide
localized traffic circulation.

CHAPTER 3.0: PLAN ELEMENTS
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Figure 25: Major Truck Streets
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ALLEYS:

Travel ways that provide access to the rear of residences and businesses and are not
intended for the movement of through trips. Where a continuous alley network exists, it is
the preferred corridor for utility facilities. Alleys are not included on Figure 23: Seattle
Arterial Classifications.

S3.2. Define and Map the Following Transit Classifications (see Figure
24:  Seattle Transit Classifications):

TRANSIT WAY:

Provides frequent, high speed, high capacity and intermediate capacity service. They are
a component of the City’s Urban Village Transit Network (UVTN).

PRINCIPAL TRANSIT STREET:

Provides for high-volume transit service, often for regional or city-wide trips. Some
Principal Transit Streets may be part of the UVTN.

MAJOR TRANSIT STREET:

Provides concentrated transit service to connect and reinforce major activity centers and
residential areas. Some Major Transit Streets may be part of the UVTN.

MINOR TRANSIT STREET:

Provides local and neighborhood transit service. Some Minor Transit Streets may be part
of the UVTN.

LOCAL TRANSIT STREET:

Provides local and neighborhood transit service – sometimes on non-arterial streets. They
allow for special transit service as provided by smaller than standard sized buses as well
as infrequent transit service such as school bus service. Local Transit Streets also allow
for bus turnarounds, no scheduled stops or loop ends, at the end of a route upon SDOT
approval. Local Transit Streets are not part of the UVTN.

S3.3. Define and Map the Following Truck Classifications (see Figure
25: Major Truck Streets):

MAJOR TRUCK STREETS:

Arterial streets that accommodate significant freight movement through the city and to
and from major freight traffic generators. Major Truck Streets generally carry heavier
loads and higher truck volumes. SDOT uses the designation of Major Truck Street on an
on-going basis as an important criterion for street design, traffic management decisions
and pavement design and repair.

S3.4. Define and Map the Following Bicycle Classifications (see Figure
26:  Bicycle Classifications):

URBAN T RAILS:

A network of on- and off-street trails that facilitate bicycling as viable transportation
choices, provide recreational opportunities, and link urban centers, urban villages, major
parks and open spaces with Seattle neighborhoods.

BICYCLE STREETS:

An on-street bicycle network that connects neighborhood and urban centers and serves
major inter-modal connections and bicycle facility locations (ferry, bikestations, park-and-
ride facilities with bicycle lockers). Bicycle streets are currently indicated as “streets
commonly used by bicycles” on SDOT’s Seattle Bicycle Map.
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Figure 26: Bicycle Classifications
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S3.5. Define and Map the Following Boulevard Classifications (see
Figure 27:  Boulevard Classifications):

CLASS 1 BOULEVARD–NATURAL LANDSCAPING:

To provide for circulation and access in a manner that enhances the appreciation or use
of adjacent major park lands (run along the street for one mile or more) and continuous
vistas. The emphasis is typically on natural landscaping instead of formal landscaping.

CLASS 2 BOULEVARD—FORMAL LANDSCAPING:

To provide for special landscaping and geometric features access in a manner that
provides a park-like atmosphere to a street otherwise intended to move traffic, and/or to
provide access.

CLASS 1 OLMSTED BOULEVARD:

This classification would be applied to the existing, improved Olmsted  Boulevards with
natural landscaping.

CLASS 2 OLMSTED BOULEVARD:

This classification would be applied to the existing, improved Olmsted Boulevards with
formal landscaping.

S4. Define and Map a Set of Street Types to Define Street Design
Features that Support the Street’s Function and Adjacent Land Use.

Seattle’s street classifications (see Comprehensive Plan Policies T10-T15 and TSP
strategies S3-3.5) define how a street should function to support movement of people,
goods and services versus access to property. However, street classifications by
themselves are not an adequate local planning and design tool. The design of a street--
intersections, sidewalks, and transit stops should reflect the adjacent land uses because
the type and intensity of the adjacent land use directly influences how the street is used.
Seattle’s Street Types are established in the Comprehensive Plan (Policy T16) as an
overlay on the arterial network. They are not classifications, but provide a more specific
definition of the design elements that support the street’s function for pedestrians,
bicyclists, transit and freight as well as the adjacent land use.

Street Types enhance the city-wide street classifications with a site-specific design tool.
The design elements that are high priorities for each Street Type will be included in the
Right-of-Way Improvement Manual that will be published in 2005. Where sufficient
public right-of-way exists, all priority design elements may be accommodated. However,
most of Seattle’s public rights-of-way are constrained and trade-offs between priority
design elements are required to balance the functions of the various travel modes.
Street Types provide guidance for neighborhoods, City staff or partner agencies to
design streets so that they support both their transportation function and adjacent land
uses.

The following distinguish Street Types from Street Classifications:
• Street Types are an overlay on the arterial classification map. They do not replace,

substitute or override the underlying arterial classification;
• Street Types are a site specific design tool. Unlike arterial classifications that define a

city-wide network, a Street Type designation may only extend a few blocks, such as
the Main Street and Mixed Use Street Types defined in S4.1 and S4.2.

• Seattle’s arterial classifications are adopted by City Council ordinance and constitute a
set of requirements for the function and operation of arterials. Street Types are
defined in the Comprehensive Plan, TSP and Right-of-Way Improvements Manual.
They define a set of design and operational features of a street that should be consid-
ered if the street design is to support the classification and the adjacent land use.
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Figure 27:  Boulevard Classifications
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Table 4: Street Types Definitions,  defines each street type according to its classification and
adjacent land use.

CHAPTER 3.0: PLAN ELEMENTS

Table 4:  Street Types Definitions

Main Street Arterial—all Neighborhood commercial with
a pedestrian designation

Mixed Use Street Arterial—all Neighborhood commercial,
no pedestrian designation

Regional Connector Principal Arterial Industrial, Commercial,
Residential

Commercial Connector Minor Arterial Commercial,  Residential

Local Connector Collector Arterial Residential, Institutional
(community service)

Industrial Access Street Arterial—all, non-arterials Industrial, Maritime
in commercial areas

Green Street Non-arterial in Downtown Residential
Seattle

Neighborhood Green Street Non-arterial outside of Residential
Downtown Seattle

Name of Street Type Street Classification Adjacent Land Use

S4.1. Designate a Main Street Type.

Main Streets are arterial streets located within the most pedestrian-oriented sections of
neighborhood business districts. These arterial streets and adjacent properties have a
“pedestrian designation” in the Seattle Land Use Code that requires new development to
have pedestrian-friendly features.

Main Streets are designed to promote walking, bicycling, and transit within an attractive
corridor that has pedestrian amenities such as landscaping, bicycle parking, decorative
paving, pedestrian-scaled lighting, street furniture, and
wide sidewalks. Actions that manage traffic to reduce
speeds within these corridors are recommended to
enhance pedestrian and bicycle safety and access.
Design features that minimize the crossing distance for
pedestrians such as curb bulbs or tight corner radii are
encouraged.

Main Streets are typically not more than one-half mile in
length but may extend further depending on the type of
adjacent land uses and the area served. Main Streets
generally consist of two to four travel lanes with an
appropriate buffer between the walking area and
moving traffic, such as a landscape/furniture zone or on-
street parking to serve adjacent land uses. When on-
street parking is allowed, short term on-street parking
and loading zones is prioritized. To further create a
pedestrian-friendly atmosphere, Main Streets have wide
sidewalks with space for transit shelters, street furniture
and outdoor cafes.  Weather protection, especially near
transit stops, is also important on Main Streets.

This Main Street shows bicycle parking, wide sidewalks, street
trees and curb bulbs--all design features that support pedestrian
and bicycle activity.
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S4.2. Designate a Mixed Use Street Type.

Mixed Use Streets are arterials located in neighborhood commercial areas that do not have
a pedestrian land use designation. They typically connect to Main Streets and have
adjacent land uses that are fairly dense and mixed use. Mixed Use Streets accommodate
all modes of travel with particular emphasis on supporting pedestrian, bicycle and transit
activity. Mixed Use Streets should also be designed to accommodate service and delivery
vehicles on routes leading to commercial businesses (e.g., grocery stores) as well as
support transit activity. Mixed Use Streets typically consist of two to four travel lanes and
they may include on-street parking and wide sidewalks, depending on the type and intensity
of adjacent commercial land uses.When on-street parking is allowed, prioritize short-term
on-street parking and loading zones.

S4.3. Designate a Regional Connector Street Type.

Regional Connector Streets are principal arterials that link urban villages to each other.
Although they must be accessible and attractive to all modes, they are designed to provide
city-wide and regional access for transit, cars and truck trips. Regional Connectors also
connect designated manufacturing and industrial centers to the local and regional freight

network. They move high volumes of traffic through
the city and between urban villages. Regional
Connector Streets typically have four to six travel
lanes and emphasize mobility over land access. Traffic
management measures may be needed, however, to
slow traffic and ensure pedestrian safety and comfort
at key locations, such as near transit stops.

S4.4. Designate a Commercial Connector
Street Type.

Commercial Connector Streets are minor arterials that
provide connections between commercial areas of the
city, such as neighborhood business districts. They also
provide local access within urban villages. As minor
arterials, Commercial Connector Streets serve both
long-haul vehicle trips through the city and provide
access to local residential, commercial, and institutional
land uses. Commercial Connector Streets must
accommodate all modes including cars, trucks, buses,

bicycles and pedestrians and are designed to balance traffic mobility with land access.

S4.5 Designate a Local Connector Street Type.

Local Connector Streets are collector arterials that provide direct connections between
pedestrian generators (e.g., residences, transit stops) and destinations (e.g., community
centers, schools, neighborhood main streets). They are designed to emphasize walking,
bicycling, and land access over mobility and tend to be more pedestrian oriented than
Commercial Connector Streets. School walk routes, main routes to transit stops and to
community centers are typically located along Local Connector Streets. In some cases,
non-arterial streets that provide direct connections to High-Capacity Transit stops, such as
S. Edmunds St. in Columbia City, can be Local Connector Streets if they are located within
a Station Area Overlay Zone.

S4.6. Designate an Industrial Access Street Type.

Industrial Access Streets are arterials and non-arterials that are adjacent to industrial,
manufacturing, and commercial land uses (not neighborhood commercial land uses). They
are designed to accommodate significant volumes of large vehicles such as trucks, trailers,
and other delivery vehicles. Because these areas are relatively low-density, bicycle and

Regional Connector Streets are designed to accomodate high volumes
of traffic through the city and between Urban Villages.
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pedestrian travel is more infrequent than in other
types of neighborhoods. Industrial Access Streets
typically consist of two to four travel lanes, which
are generally wider—15 to 20 feet wide—to
accommodate movement of larger vehicles. Bike
lanes and on-street parking are rare on Industrial
Access Streets. Sidewalks are provided but are
generally narrower than in higher-density
commercial and retail areas.

S4.7. Designate a Green Street Type.

Green Streets are designated on a number of
non-arterial streets within Downtown Seattle.
Landscaping, historic character elements, traffic
calming,  and other unique features distinguish
Green Streets from other Street Types. Green
Streets are designed to emphasize pedestrian
amenities and landscaping in areas that have
dense, residential land uses. Each Green Street
has its own unique character and design. The right-of-way dimensions can vary
significantly from street to street and from segment to segment.

S4.8. Designate a Neighborhood Green Street Type.

Neighborhood Green Streets may be any non-arterial street outside of Downtown Seattle.
Similar to Green Streets, Neighborhood Green Streets emphasize pedestrian amenities,
landscaping, historic character elements, traffic calming,  and other unique features.
Neighborhood Green Streets were designated  in Seattle’s neighborhood plans.

S5.  Implement the Right-of-Way Management (ROWM) Initiative.

Comprehensively manage Seattle’s rights-of-way through new processes and tools such
as the Right-of-Way Improvement Manual (formerly the Street Improvement Manual).
The Right of Way Management (ROWM) Initiative includes a number of integrated
projects that are focused on improvements to planning, coordinating, permitting, analyzing,
and communicating work in the City’s right-of-way. Together, these projects will improve
mobility, while allowing for maintenance of the City’s infrastructure.

S6. Plan, Permit and Inspect Work in Seattle’s Transportation Rights-of-Way.

The City of Seattle strives to keep public rights-of-way in a state of good repair and free
from unnecessary encumbrances in order to provide for the health, safety, and well being
of its citizens, to ensure the integrity of its streets and the appropriate use of the rights-of-
way. SDOT’s Street Use division endeavors to accomplish these goals by managing
activities and construction occurring in the right-of-way through issuance of permits,
inspection, project coordination, public outreach, utility record keeping and plan review.

S7.  Encourage the Retention of Alleys for service and access to property.

Improved alleys are an important part of Seattle’s street network. The primary purpose of
alleys is to provide for access to adjacent properties, utilies, and service functions.
Wherever possible, it is important that service and utility functions be located in alleys to
protect the character of the adjacent streets that serve a broader purpose, such as access
to property by pedestrians, bicyclists, transit patrons as well as for street trees and
landscaping and other amenities. SDOT will continue to work in partnership with City
Council, the Seattle Design Commission, property owners and community groups to retain
alleys for their primary purpose through the review of projects that request alley vacations
and improvements.

CHAPTER 3.0: PLAN ELEMENTS

Landscaping, public art and sidewalk enhancements are all components
of this Green Street in Seattle’s Belltown neighborhood.
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3.3  Increase Transportation Choices
The following sections describes the primary activities SDOT
engages in to manage the demand on the transportation network.
SDOT is working to encourage a shift in travel modes away
from single occupancy vehicles (SOV) trips and towards
alternative modes that are better able to move more people while
at the same time being more environmentally desirable.  In
addition, there are sections following this one that provide details
on transit, biking, walking, and managing parking, all of which
support the goal of increasing the use of transportation choices.

3.3 TDM  Increase Transportation Choices:
Demand Management
Cars will continue to be an important part of our transpor-
tation system. While recognizing that the car will continue
to be the best choice of travel mode for some trips, SDOT
is committed to increasing the viability of the many trans-
portation modes available while reducing dependence on
the automobile for all trips. Transportation choices and
public education are necessary to increasing awareness of
the viability of, and informed decisions of the desirability of,
modes travel beyond the car. Alternatives to the single-
occupancy-vehicle (SOV) need to address cost, conve-
nience and time issues. SDOT recognizes that transporta-
tion needs and travel choices will change over time as
alternatives to automobile travel become more viable.

Transportation pricing has a major influence on people’s
travel decisions.  One of the reasons pricing contributes to
people frequently choosing to drive their car for a particular
trip is that the direct costs of driving a car are perceived as

extremely low when compared to other modes of travel.  On the one hand,
there is significant public funding spent to make driving automobiles convenient
and less expensive.  According to a 1997 study from the Puget Sound Re-
gional Council (PSRC), citizens of the four central Puget Sound counties spent
$21 billion on surface transportation in 1995, including all private and public
costs.   On the other hand, the main costs paid out of pocket directly by
individual drivers tend to occur monthly or several times per year, which
results in a tendency for drivers to underestimate their actual cost of owning
and operating a car.

However, even though there are significant public funds spent on making
driving convenient and less expensive and the costs of driving a car are
perceived as low, the cost of owning and operating a car is considerable.  In
the PSRC study mentioned above, the single largest expense was the cost
individuals paid to own and operate private cars (which was 60% or around
12.6 billion).  Current estimates show that it costs the typical household
around $6,500 per year to own and operate a car driven an average of
10,000 miles per year.  Transportation costs, especially owning and operating
one or more cars, is a large monthly expense - sometimes the second largest
expense - for many households, with housing (mortgage or rent) being the
largest.  Therefore, SDOT is committed to raising the public awareness about
the true costs of car ownership as part of a selection of strategies to increase
the use of transportation choices.

There are over 115 car-share vehicles in 30 Seattle
neighborhoods in 2005.
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Comprehensive Plan Goals and Policies
TG8 Meet the current and future mobility needs of residents, businesses,
and visitors with a balanced transportation system.

TG9 Provide programs and services to promote transit, bicycling, walking,
and carpooling to help reduce car use and SOV trips.

TG10 Accommodate all new trips in downtown with non-SOV modes.

TG11 Strive to achieve the following mode choice goals for use of travel
modes through the City’s land use strategies and transportation programs:

Table 5:  Mode Choice Goals for Work Trips to Seattle and its Urban
Centers

Proportion of work trips made using Non-SOV Modes

Urban Center 2000* 2010 Goal 2020 Goal

Downtown 56% 62% 70%

1st Hill/Capitol Hill 31% 37% 50%

Uptown/Queen Anne 33% 37% 50%

South Lake Union 30% 37% 50%

University District 56% 62% 70%

Northgate 26% 30% 40%

Seattle 39% 42% 45%
* 2000 mode choice numbers are from the U.S. Census for the year 2000 journey to
work data by place of employment.

Table 6:  Mode Choice Goals for Residents of Seattle and its Urban
Centers (All Trips)

Proportion of all trips made using non-sov modes

Urban Center 2000* 2010 Goal 2020 Goal

Downtown 72% 80% 90%

1st Hill/Capitol Hill 69% 75% 80%

Uptown/Queen Anne 59% 70% 75%

South Lake Union 60% 70% 75%

University District 70% 75% 80%

Northgate 50% 55% 65%

Seattle 44% 50% 60%

*2000 mode choice numbers are from U.S. Census for the year 2000  for journey to
work of urban center residents.

T20 Provide, support, and promote programs and strategies aimed at
reducing the number of car trips and miles driven (for work and non-work
purposes) to increase the efficiency of the transportation system.
T21 Promote public awareness of the impact travel choices have on house-
hold finances, personal quality of life, society, and the environment, and
increase awareness of the range of travel choices available.

CHAPTER 3.0: PLAN ELEMENTS
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T22 Pursue transportation demand management (TDM) strategies at the
regional level, and strengthen regional partnerships working on TDM mea-
sures.  Coordinate with regional and state partners so customers see their
travel choices and the various TDM promotions as a coordinated, integrated
system that makes a difference in the community.

Strategies for Demand Management

This section contains strategies that offer direction so that SDOT can strive to provide
increasingly viable alternatives to driving alone including transit, bicycling and walking.
SDOT’s Transportation Demand Management (TDM) programs work to maximize
the movement of people and goods using the existing transportation system.
Much of the TDM strategies listed in this Plan  continue the work first outlined in the
1998 TSP as well as more recent City efforts such as Way to Go, Seattle!, which is a
family of programs intended to better manage the demand placed on the transportation
network.  Way to Go, Seattle! includes programs such as the One Less Car
Challenge, Car Smart Community Grants, “Way to Go for High School” program, and
TDM Tools for Business Districts.

TDM1. Educate the public about Transportation Demand
Management.

Educate the public, including youth and lower income individuals, about the individual
and societal benefits of alternatives to cars. A broad-based city-wide education
campaign focused on the availability and advantage of transportation options and the
cost of the private automobile would follow in the tradition of Seattle creating a market
transformation about how people think about recycling, water conservation and energy
conservation. Such programs would inform those who now commute by single-
occupant vehicle about the economic, societal, and environmental costs of their
choices and the costs savings and benefits available by choosing walking, bicycling,
and transit. It would also encourage incentives and support efforts to induce future
generations to become regular users of transit and non-motorized modes. This strategy
includes both program development and seeking the necessary funding.

TDM2. Pursue Regional Partnerships and Branding.

Coordinate regionally on TDM programs with King County Metro, Sound Transit, the
Washington State Department of Transportation TDM Resource Center, and the
Puget Sound Regional Council. While these agencies provide very useful TDM
programs, the programs are not always presented to the public as a comprehensive set
of solutions that support one another. Encourage branding of the TDM programs to
show that governments are working together to provide these services. More
importantly, if all these TDM programs are identified with a recognizable brand, they
will reinforce each other and TDM will be seen as something embraced by many
people.

TDM3. Advocate for Incorporating TDM in Major Transportation
Projects.

Advocate for a comprehensive TDM programs within the major regional highway and
transit projects in Puget Sound, including the Alaskan Way Viaduct, the SR 520 Study,
the I-405 Study, Sound Transit, and the Monorail. Agencies undertaking major corridor
studies should incorporate a Transportation System Management alternative that
includes a strong TDM component. TDM should also be incorporated into all
alternatives and TDM programs provided by all agencies involved should be presented
as a comprehensive set of solutions that support each other. Demand management
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can be the most effective method to making the most effcient use of new
transportation infrastructure.

TDM4. Strengthen and Expand Programs to Reduce Auto Ownership

Strengthen and expand the City’s family of TDM programs for the public known as,
“Way to Go, Seattle.” The main program to encourage reduction in auto ownership is
the One-Less-Car Challenge that uses proven methods to increase mode split in favor
of non-SOV modes.  From 2000-2002, the City of Seattle sponsored the One-Less-
Car Demonstration Study, a precursor to the One-Less-Car Challenge. Of the 90
households participating in the  Demonstration Study, 1 in 5 (or 20%) sold one or more
cars at the conclusion of the study  because they realized they didn’t need their
second car to be able to get where they need to go.  The Demonstration Study, and
the follow-up One-Less- Car Challenge are programs that educate car owners about
the costs of car ownership, provide educational materials on choices available and
incentives to sell a car.  These programs reduce both commute trips as well as
shopping, recreational and other non-work related trips (which make up 75% of all
trips).

TDM5. Support Efforts to Evaluate and Reform Transportation
Pricing.

Explore and use a variety of transportation pricing strategies to seek to make drivers
pay more of the true costs of single occupant vehicle use and to shift the costs they do
pay from regular monthly payments to trip-based or mileage-based costs. Strategies
include:

• parking pricing – make parking costs transparent, by unbundling parking costs from
building leases, and cashing-out employer paid parking

• mileage based insurance premiums

• mileage base vehicle license fees

• road use and parking fees

• taxes on fuel and tires

A number of transportation pricing strategies could generate significant transportation
revenues and also have a substantial impact on people’s travel decisions, thereby
reducing congestion and pollution.

TDM6.  Encourage Car Sharing.

Continue to support Seattle’s car sharing organizations. Car sharing helps extend the
public transportation network, increase transortaiton choices, reduces the land devoted
to parking spaces, and reduce the overall number of car trips and vehicle miles
traveled (VMT). Seattle has the nation’s oldest and largest car-sharing program called
Flexcar, developed as a public-private partnership with King County Metro and a
private firm. In previous years, the City of Seattle has provided funds for off-street
parking incurred by the program and the City modified the Land Use Code to provide
incentives for new development to offer car-sharing spaces in new buildings. SDOT
continues to sign on-street parking spaces for car-sharing parking where consistent
with SDOT policies, and promotes and increases the awareness of car-sharing.
SDOT should continue to investigate, evaluate and explore methods of supporting car-
sharing organizations.

TDM7. Provide a Carpool Program Using On-Street Spaces.

Continue to issue carpool permits that allow registered carpools to qualify for on-street
and off-street parking in designated areas throughout the city. The City offers the
carpool parking permits at rates set by City Ordinance.

CHAPTER 3.0: PLAN ELEMENTS
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Examples of implementation activities area as follows:

• Continue to install carpooling spaces and review existing locations for changes
 in adjacent property and area parking needs. Review installation guidelines
 relative to other competing curbspace uses. Consider not allowing (or |
removing) carpool parking on streets where more than 50% of block is
occupied by ground-level retail.

• Continue to review and as possible gradually increase rates for carpools to
match market rate for monthly parking in the neighborhood . (Note: Any
 change in the increase in these rates would require adoption of a new City
Ordinance.)

TDM8. Promote Proximate Commuting.

Proximate commuting is a TDM strategy that reduces trip lengths. Proximate
commuting programs assign employees to branch offices or sites closer to the
employee’s home. The City is pursuing a pilot program for City employees.

TDM9. Promote Telecommuting.

Promote telecommuting as a TDM tool to provide benefits to employers and
employees, while reducing automobile trips. As communications technology
continues to evolve, telecommuting is becoming more popular and easier to
implement. This can take the form of employees working at home, or traveling to
an employer’s satellite site, that is closer to their home than a central office.
Telecommuting reduces trips and/or the length of trips, and it may generate more
transit, walking and biking trips because of the shorter commute distance when
traveling to a satellite site. Developing satellite offices would be an effective TDM
tool for companies outside Seattle that have a significant number of employees
living in Seattle.

TDM10.  Extend TDM Programs to Small Businesses and Small
Business Organizations.

Continue and build on voluntary efforts in targeted areas to provide TDM programs
to small businesses and neighborhood business organizations. Such programs would
help increase the viability of alternative travel modes, while decreasing SOV trips,
increase the short-term parking supply available for customers, and reduce the

impacts of parking spillover into surrounding neighborhoods. The Washington State
Commute Trip Reduction Law requirements apply only to employers with over 100
employees within certain conditions, yet small businesses account for a large share of
the city and region’s employees.

TDM11. Encourage Parking Cash-Out Programs.

Develop and encourage parking cash-out programs where appropriate. Parking cash-
out programs offer employees a cash transportation allowance, similar to the cost the
employer would otherwise pay to provide a parking space. Employees may use the
allowance to purchase parking or transit passes. Those who walk, bicycle, or
otherwise get to work not using a single-occupant vehicle can keep the cash. Where
implemented, parking cash-out programs have generated significant reductions in drive
alone commuting. Cash-out programs improve employees’ transportation choices and
help employers meet the state’s Commute Trip Reduction Law goals.

TDM12.  Strengthen Transportation Management Program
Regulations.

Strengthen, through additional program management and funding resources, the City’s
Transportation Management Program (TMPs) regulations that are aimed at reducing

Wedgewood residents created a map
showing bus routes that go through
their neighborhood, as well as
destinations along these bus routes
such as hospitals, schools, shopping
centers, and the zoo.  Over 3,500
maps were distributed. This was
funded by the City of Seattle Car
Smart Grant program.
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impacts on the transportation system from traffic generators such as universities,
hospitals and other major institutions. The Department of Planning and Development and
SDOT updated the Director’s Rule for TMPs in 2002. TMPs can be as small as one
small employer’s bus pass program, or as large as the University of Washington’s U-
Pass program. The number of TMPs has grown, while resources to manage and monitor
them have remained flat. Given future population and employment growth by the year
2020, the City should develop more resource-efficient methods for implementing and
managing TMPs. Options include partnerships with transportation management
associations.

TDM13.  Educate the Property Development and Management
Community About Unbundling Parking from Building Leases.

Educate the owners or managers of commercial and residential buildings as well as
tenants about the economic value of separating, i.e., “unbundling,” the cost of parking
from the remaining elements of a building lease. Unbundling parking creates an incentive
for those who choose to own fewer vehicles because they have to pay parking costs
instead of having the cost of parking wrapped into a lease. The City already encourages
unbundling as part of Transportation Management Programs (TMPs).  At the same time,
SDOT should support allowing property owners to rent parking spaces not used by
tenants to non-tenants, especially in higher density mixed-use neighborhoods.  This helps
mitigate the unintended consequence of unbundling where building tenants forego the
cost of parking on-site and instead choose to park on-street, thus increasing the demand
on the limited on-street parking supply while off-street spaces in buildings are unused.

TDM14.  Encourage Convertible Uses for Structured Parking.

Explore education and incentive programs to encourage developers and property owners
to convert unused structured parking to other more productive uses. Seattle is currently
maturing into a more urban city evidenced by increasing density in Urban Centers and
Villages and the construction of rapid transit systems. Many households, however, still
feel the need to own at least one car, or own a parking space to maintain resale value of
their home. One interim strategy has been to build expensive structured parking. As
Seattle matures, the demand for parking per capita should decrease, and there is likely to
be a need to create parking structures that can be converted to other uses that better
support urban living. Building structured parking with these future uses in mind will
increase the versatility and value of the building.
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3.3T  Increase Transportation Choices:  Make Transit a Real
Choice
Providing convenient and accessible transit service can help reduce reliance on
single-occupant vehicles, slow the increase in environmental degradation
associated with their use, and increase mobility without building new streets
and highways. Street rights-of-way are limited and as streets get more
congested, transit provides an efficient way to move large numbers of people
around the city as well as the region and support growth in urban centers and
villages.

In 2005, SDOT will complete the Seattle Transit Plan. The purpose of the
Seattle Transit Plan is:

• To enable the City to be more proactive on the future of transit in
Seattle and know how various transit services and programs work
 together in an integrated transit network.  The plan timeframe is 2004
to 2030.

• To help the City work better with partner transit agencies by identifying
 Seattle’s key transit corridors and needs.  Each of these agencies are
doing transit planning for Seattle, e.g., King County’s Six-Year Transit
Development Plan, and Sound Transit’s Phase 2 planning.

• To get Seattle moving again and support economic growth. Seattle needs a
transit plan that clearly shows how the City’s Urban Village strategy will be
supported.

• To link City transit strategies to specific connections or corridors ( i.e.,
making City policies and SDOT strategies operational).

• To estimate transit funding needs by more clearly identifying the City’s
transit priorities and corridor needs.

• To support updates of the Comprehensive Plan, Transportation Strategic
Plan, neighborhood plans.

Developed by SDOT with the input and assistance of partner transit agencies
including King County Metro, Sound Transit and the Seattle Monorail Project,
the Seattle Transit Plan is consistent with the Comprehensive Plan goals and
policies for transit (see below). This chapter summarizes key policies and

strategies from the Seattle Transit Plan. A full version
of the Seattle Transit Plan can be viewed online at
www.seattle.gov/transportation/transitnetwork.htm

Comprehensive Plan Goals and Policies
TG12 Create a transit-oriented transportation
system that builds strong neighborhoods and supports
economic development.

TG13 Provide mobility and access by public
transportation for the greatest number of people to
the greatest number of services, jobs, educational
opportunities, and other destinations.

TG14 Increase transit ridership, and thereby
reduce use of single-occupant vehicles to reduce
environmental degradation and the societal costs
associated with their use.Every King County Metro bus has a bicycle rack that provides

passengers with more choices for their commute
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T23 Work with transit providers to provide transit service that is fast,
frequent, and reliable between urban centers and urban villages and that is
accessible to most of the city’s residences and businesses.  Pursue strategies
that make transit safe, secure, comfortable, and affordable.

T24 Support development of an integrated, regional high capacity transit
system that links urban centers within the city and the region.

T25 Pursue a citywide intermediate capacity transit system that connects
urban centers, urban villages and manufacturing/industrial centers.

T26 Pursue a citywide local transit system that connects homes and
businesses with neighborhood transit facilities.

T27 Work with transit providers to design and operate transit facilities and
services to make connections within the transit system and other modes safe
and convenient.  Integrate transit stops, stations, and hubs into existing
communities and business districts to make it easy for people to ride transit
and reach local businesses.  Minimize negative environmental and economic
impacts of transit service and facilities on surrounding areas.

T28 Work with transit providers to ensure that the design of stations and
alignments will  improve how people move through and perceive the city,
contribute positively to Seattle’s civic identity and reflect the cultural identity of
the communities in which they are located.

T29 Discourage the development of major, stand-alone park-and-ride
facilities within Seattle.  Situations where additions to park-and-ride capacity
could be considered include:

• At the terminus for a major, regional transit system;
• Opportunities exist for “shared parking”  (e.g., where transit commuter

parking can be leased from another development, such as a shopping
center, movie theater, or church); and

• Areas where alternatives to automobile use are particularly inadequate
(e.g., lack of direct transit service, or pedestrian and bicycle access) or
cannot be provided in a cost-effective manner.

T30 Encourage transit services that address the needs of persons with
disabilities, the elderly, other people with special needs, and people who de-
pend on public transit for their mobility.

T31 Support efficient use of ferries to move passengers and goods to and
from Seattle.  Encourage the Washington State Ferry System to expand its
practice of giving loading and/or fare priority to certain vehicles, such as
transit, carpools, vanpools, bicycles, and/or commercial vehicles, on particular
routes, on certain days of the week, and/or at certain times of day.  Encour-
age the Ferry System to integrate transit loading and unloading areas into
ferry terminals, and to provide adequate bicycle capacity on ferries and
adequate and secure bicycle parking at terminals.

T32 For waterborne travel across Puget Sound, encourage the expansion
of passenger-only ferry service and land-side facilities and terminals that
encourage walk-on (by foot, bicycle and transit) trips rather than ferry travel
with automobiles.
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Strategies for Making Transit a Real Choice

This section includes strategies that offers direction so that SDOT can work with
transit agencies operating in Seattle to make transit a fast, reliable, safe and
convenient choice that will connect and support Seattle’s urban villages. The TSP
Transit Strategies have been developed over time through the Seattle Transit Initiative
and more recently within the development of the Seattle Transit Plan. Generally, the
TSP strategies are city-wide in scale and not specific to a transit technology. More
detailed transit planning in Seattle is completed in a variety of sub-area and corridor
planning efforts.

In 2001, as part of the Seattle Transit Initiative identified in the 1998 TSP, the City
completed the Seattle Transit Study for Intermediate Capacity Transit (ICT). For the
first time, the City identified transit corridors in Seattle that warranted enhanced-
capacity transit service operating faster and more reliably than existing bus service.
Intermediate capacity transit is recognized as an important component of the City’s
overall transit system, which also includes regional high capacity transit and local
transit.

Over the last year, the City has evaluated the overall transit system to determine
which corridors will be needed to carry the highest concentration of the city’s transit
trips in support of the Comprehensive Plan’s urban village strategy. These corridors
make up the new “Urban Village Transit Network” or UVTN, and will consist of all
transit lines (regardless of mode or operating agency) that operate every 15 minutes
all day for at least 18 hours every day in two directions. The 15-minute headway
represents the point at which a person no longer needs to consult a schedule to use the
service. It also permits transfers to be made rapidly even without timing of
connections. For these reasons, the threshold frequency of 15 minutes is a point at
which the benefits of transit tend to grow exponentially.  The UVTN Corridor map is
located in the Seattle Transit Plan, Figure 11 and can be found online at
www.seattle.gov/transportation/docs/Figure11UrbanVillageTransitNetwork.pdf

Another key feature of the UVTN is performance, and SDOT will begin monitoring
and reporting on the performance of UVTN corridors. UVTN performance standards
are described in Chapter 5:  SDOT Performance Reporting. They will also play an
important role in the City’s new Right-of-Way Improvements Manual.

Funding remains a challenge in implementing the full UVTN. In order for the City and
its partners to meet the 2030 transit service demand, approximately 38% additional
service hours are needed. This includes both the UVTN and the Secondary Transit
Network (STN--see Strategy TR1.5. for more details). The Sound Transit Link Light
Rail and Seattle Monorail Project’s Green Line will help meet this need, but they will
also accelerate the urgency of the City achieving its ultimate service levels to support
those systems. A number of the strategies below provide an outline of steps to help fill
this service funding gap. More detailed resource strategies can be found in Chapter 5:
Transit Funding of the Seattle Transit Plan.

TR1.  Maintain a Vision of Seattle’s Future Transit System that
Integrates Planned and Potential High, Intermediate, and Local
Capacity Transit Investments.

Map Seattle’s Future Transit Network showing important transit corridors and transfer
points. The current version of this map is included as Figure 7: Seattle’s Future Transit
Network.

TR1.1. Develop and Implement the Urban Village Transit Network.

Develop and map the Urban Village Transit Network (UVTN) to represent the
backbone of the City’s transit system, carrying its highest concentrations of transit
trips. The UVTN Map is included in the  Seattle Transit Plan, Figure 11.  It consists of
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all transit lines – regardless of mode or operating agency – that operate every 15
minutes, 18 hours a day, seven days a week in both directions. UVTN service  should be
fast and reliable. It is important to establish this network to support the City’s Urban
Village strategy. SDOT will play a major role in helping the UVTN achieve desired
speed and reliability levels (see Chapter 5:  Performance Reporting)

TR1.2. Only Consider Rapid Transit Investments, i.e., High and
Intermediate Capacity Transit, for the UVTN, Consistent with the
City’s Transit Vision.

Build the UVTN through regional high and intermediate capacity transit improvements.
The UVTN already includes the Green Line monorail and Central and North Link light
rail. It will be appropriate for future expansions of these systems to be in other UVTN
corridors. This will help free up bus service hours for reallocation to other parts of the
UVTN that are not funded for high and intermediate transit capacity improvements, to
improve service in candidate UVTN corridors, or in the Secondary Transit Network
(STN).

TR1.3. Evaluate Transit Service Investments Against Clear
Performance Standards for Ridership and Cost-effectiveness and
Progress Towards Completion of the UVTN.

Establish UVTN performance standards for service frequency, span of service, and
transit speed. Performance standards for reliability and passenger loading will also be
added. SDOT will report annually on UVTN corridor performance. See Chapter 5:
Performance Reporting.

TR1.4. Develop a Transit Priority Treatment Toolbox for Improving
Transit Speed and Reliability.

Continue to use a transit priority treatment toolbox to maintain service quality in Seattle’s
transit corridors. Since many of Seattle’s rail investments are being provided in exclusive
right-of-way with limited at-grade crossing, the toolbox will be mainly applied to bus
corridors. There will be special focus placed on UVTN corridors because of the City’s
commitment to achieve its transit performance standards, e.g., transit speed and
reliability.

Toolbox Items Include, but are not limited to: Exclusive Bus Lanes, Signal Priority,
Queue Bypass, Curb Extensions, Boarding Islands, Parking Restrictions, Turn
Restriction
Exemption, Bus Stop
Relocation, Bus Stop
Consolidation, Skip-
Stops, Platooning
and Design
Standards.

TR1.5. Develop
and Implement
the Secondary
Transit Network
(STN).

Develop and map the
STN to represent
transit service in
Seattle other than the
UVTN. It includes
service that is needed

CHAPTER 3.0: PLAN

The George Benson Waterfront Streetcar was named after the former Seattle Coucnilmember who
spear-headed the historic streetcar line and early public transportation efforts in Seattle. The Waterfront
Streetcar provides regular service along Seattle’s waterfront and connects to the Pioneer Square and
Chinatown/International District neighborhoods.  It is used by residents and tourists alike.
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to provide coverage and service to commuters. The STN will typically have the levels of
service and amenities that are common in lower-density parts of Seattle today. With limited
resources, these travel markets do not warrant the high service levels of the UVTN. For
example, STN service will:

• Operate every 30 minutes all day, with some skeletal weekend and evening service.
Some lines, as mentioned earlier, will be more frequent to meet peak period demand, e.g.,
express routes.

• Connect to the nearest point on the rapid transit system, but not run through to downtown.

• Extend far enough so that over 95% of city residents, jobs, and activity centers are within
¼ mile walk of service.

TR1.6. Select Preferred Rapid Transit Technologies and Alignments
Following Corridor Studies That Consider All Feasible Alternatives.

Make new rapid transit investment decisions after an evaluation of feasible alternatives
using criteria similar to those used in the Seattle Transit Study for Intermediate Capacity
Transit and a recent high capacity transit corridor assessment done by the Puget Sound
Regional Council.

TR1.7.  Develop Funding Options for Implementation of the UVTN and STN.

Work with transit partners to develop funding options for the high capacity, intermediate
capacity, and local transit elements of the UVTN. STN funding will also be needed.

TR2. Establish and Implement Transit Service Priorities to Achieve
Basic Mobility and Ridership Goals.

The City’s transit service goals are to:
• Provide a basic level of transit service throughout the city that ensures a minimum level

of mobility for city residents and reinforces walking, bicycling, and transit as the pre-
ferred modes for in-city trips.

• Implement the UVTN to:
•  Maximize ridership
•  Support housing strategies by improving transit service in the areas of

the city with the highest densities and in areas where density is
increasing

•  Implement the STN to maintain a basic level of service coverage for
Seattle  neighborhoods

To phase UVTN development, the City will work with King County Metro to allocate
transit service improvements in accordance with the following criteria, listed in priority
order:
• Improve peak-period frequencies
• Improve mid-day frequencies
• Improve evening and night frequencies on routes that have the highest ridership during

these periods

Some funds should be reserved for investments in developing new transit markets as well
as testing new, innovative services and technologies.

TR3.  Work with Partner Transit Agencies to Make the Best Possible
Rapid Transit Investments.

Play a strong role in the development of Seattle rapid transit plans. Advocate with Sound
Transit, Seattle Monorail Project, King County Metro, and the Puget Sound Regional
Council for the best possible rapid transit investments that are consistent with the City’s
Comprehensive Plan and the transit vision described in the Seattle Transit Plan.
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TR4. Maximize the Direct Economic Benefits of Rapid Transit
Construction and Operation.

Provide resources to neighborhoods and small businesses, in partnership with transit
agencies, to address impacts of major transit construction activities, including information
programs, mitigation plans, and temporary business support and relocation assistance.
Labor, materials, and other business expenditures of rapid transit projects offer a
tremendous opportunity for job development and training initiatives. Simultaneously,
communities and businesses will be affected by construction and staging activities.

TR5. Advocate for Effective and Fair Redeployment of Existing and
New Transit Resource Investments.

Advocate for Seattle’s transit resources to be used effectively and allocated fairly.
Service hours freed up in Seattle by consolidation, efficiency improvements, and
reductions of unproductive service need to be reallocated to other service in Seattle.

TR6.  Encourage Testing of New,
Innovative Transit Services and
Technologies.

Support efforts to develop and test new,
innovative transit services that could help
achieve the City’s transit goals. Transit
services will need to change and improve to
achieve the increased ridership envisioned by
the Comprehensive Plan, as well as to respond
to changing demographics and urban
development patterns.

TR7. Consider Expanding or Adding
New Ride Free Areas.

Investigate, with King County Metro, Sound
Transit and the Seattle Monorail Project,
opportunities for expanding the downtown
Seattle ride free area or starting new ride free
areas in other major Seattle activity centers.
The ride free area affects travel demand
because it encourages high levels of transit
usage downtown for short trips, reducing auto
travel downtown during the day. Additionally, the ride free area eases loading and
unloading of passengers in the downtown, speeding bus travel. Coordinate any study
efforts with Neighborhood Plan recommendations to expand existing ride free areas.
SDOT currently subsidizes the ride free areas.

TR8. Ensure Access to Transit.

Recognize that people use the full range of transportation options to get to the rapid rail
transit and bus stops; they walk, bicycle, take feeder bus service, and drive. The City
does not want to encourage people to drive to the rail station or bus stop if other options
are available. These short driving trips negate much of the air quality benefits of the
transit trip, because more than half of a car’s emissions occur at the beginning and end
of a vehicle trip.

TR8.1. Encourage Access to Transit in Seattle by Walking or Bicycling.

Identify and implement a set of transit, walking, bicycling, and parking management
strategies around rapid rail transit and major bus stops to facilitate access.

CHAPTER 3.0: PLAN ELEMENTS

Transit-only lanes like this southbound lane on Second Avenue in Downtown
Seattle contribute to fast, reliable transit service for both local and  regional
transit routes.
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TR8.2. Discourage the Development of Park-and-Ride Lots in
Seattle.

Discourage the development of major, stand-along park-and-ride facilities because of
their negative impacts to neighborhood business districts. Park-and-ride lots are a
major investment designed to serve people who drive to the bus or rail. Because park-
and-ride parking spaces are extremely expensive, they consume funds that could
finance investments that encourage people to get to the bus or rail station other ways:
improved transit shelters, better transfer points, enhanced feeder services, sidewalk
and lighting improvements, and bicycle lockers. They also consume valuable land that
could be more appropriately dedicated to other uses. Although the general intent is to
minimize park-and-ride spaces in Seattle’s neighborhood business districts, there are
situations where park-and-ride lots can make sense. These include:
• “The end of the line” for a major regional transit system
• Opportunities for shared parking (using the same spaces as another development,

like a shopping center, movie theater, or church).
• Areas where the alternatives—feeder service, pedestrian and bicycle access—are

particularly inadequate.

TR9.  Support and Promote Public Involvement in the Decision-
making Processes of Transit Partners.

Support effective public involvement as essential to implementing well-used transit
service. Seattle’s citizens, as transit riders and potential transit riders, can contribute
expertise and experience to help King County Metro, Sound Transit, Washington State
Ferries, and the Seattle Monorail Project in their decision-making.

TR10. Expand Options for Waterborne Transit Service

Explore route, funding, and governance options for waterborne transit service. The
City of Seattle Department of Transportation will also coordinate with other
communities, like Kitsap County, planning waterborne transit service to Seattle.

TR11.  Work to Focus the Washington State Ferry System Growth
on Moving People Rather than Cars.

The areas served by the ferry system on the west side of Puget Sound are growing
rapidly. Demand for ferry service will increase as Kitsap County grows. How that
demand is managed has major implications for Seattle. Increasing walk-on passenger
traffic will contribute to a vibrant multi-modal transit hub on Seattle’s Central

Waterfront. Increasing vehicle traffic, however,
has a host of negative impacts ranging from large
expanses of waterfront areas being used to store
vehicles waiting to board boats, increased
pollution from idling vehicles, and congestion at
the terminals and throughout the city from cars
queuing to access terminal facilities. Work with
the Washington State Ferries to focus on an
expansion of fast passenger-only ferries, growth
of walk-on passengers on large vessels, and limit
the expansion of vehicle ferry service. Ferry
pricing, boarding policies, and terminal planning
should be adjusted to make travel by single-
occupant vehicles less attractive and encourage
travel by other modes (walk-on passengers,
bicycles, carpools, vanpools, transit).Since its creation in June of 1951, Washington State Ferries has become

the largest ferry system in the United States and the third largest in
the world.
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TR12. Make Transit Convenient, Understandable, and Easy to Use.

More people ride transit when:
• Transfers are easy and quick
• The system is visible, comprehensible, and easy to use
• They feel safe walking to and from a transit stop, at the transit stop, and on the

transit vehicle

The following strategies can help achieve these goals:

TR12.1 Develop Designated Multimodal Hubs in Urban Centers.

Develop Multimodal Hubs as the focal points of terminating transit lines (bus or rail)
and transit staging activities that generate significant economic and travel
opportunities. Located in Urban Centers, Multimodal Hubs are designed for the
highest passenger volumes, with many of the passenger trips being long distance. In
addition, they can become great locations for transit oriented development to further
increase transit demand and reduce single occupant vehicle use. It is critical that the
Multimodal Hubs have adequate facilities so that they work effectively for the
services and people that use them. Current examples are Westlake Center and King
Street Station.

TR12.2. Use Station Area Planning to Maximize Ridership and
Further Growth Management, Neighborhood Plan, Economic
Development, and Revitalization Objectives.

Conduct station area planning around rapid rail stations to create substantial economic
development and revitalization opportunities for the surrounding neighborhoods. Station
Area Planning helps achieve the Comprehensive Plan’s goal of concentrating Seattle’s
growth in walkable, transit-oriented, and mixed-use neighborhoods to maximize transit
ridership and reduce reliance on single-occupant vehicles.

TR12.3. Integrate Ferry Terminals with Surrounding
Neighborhoods.

Work with Washington State Ferries, waterborne transit operators, and adjacent
property owners to integrate ferry terminals with surrounding neighborhoods and their
land use context. Ferry terminals can, and do, have significant impacts on street
systems and communities adjacent to ferry terminals.

TR12.4. Improve Transit Connections for Walk-on Ferry
Passengers.

Explore options for improving the transit choices available to walk-on ferry passengers
using the Washington State Ferry system or other waterborne transit providers. Many
ferry commuters drive onto the ferry and then through Seattle streets because there
are no convenient transit connections to their ultimate destinations. The success of
new passenger-only service will be partially based on proximity to destinations and
connecting transit services farther from the dock. Particular attention will be needed at
Seattle’s Central Waterfront to make sure needed transit services are coordinated
between waterborne transit operators.

TR12.5. Develop Designated Transportation Centers in Urban
Villages.

Develop Transportation Centers as Urban Village facilities where multiple transit lines
converge, creating significant transfer activity, but not like the high passenger activity
of the Multimodal Hubs. They are also places where other transit services and
transportation linkages or facilities exist, such as bike routes, car-sharing stations, bike
stations, and taxis.

CHAPTER 3.0: PLAN ELEMENTS
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TR13. Improve Transit Service Information to Make Transit Stops
and Transfer Points More Visible and Comfortable.

Work with transit agencies to use kiosks, printed maps and schedules, telephone
information, and real-time displays at transit stops to improve transit service
information. Continue exploring the development of real-time information systems for
transit riders at central stops/major transfer points and support the testing of available
technology in demonstration projects.

Make waiting for the transit a more attractive experience by developing transit stops
that are enhanced with wider sidewalks, better lighting, more shelters, seating,
telephones, and clocks. They can be paired with commercial services such as coffee
stands, newspaper kiosks, dry cleaners, and other development.

TR14. Use Transit Street Classifications with Performance
Measures to Manage a System That Guides Seattle Transit
Investments.

Revise the Transit Street Classifications to reflect the UVTN (see Figure 24:  Seattle
Transit Classifications) Include the transit way classification and transit terminal loops
as part of a new “local” classification. The Major and Minor classifications will have
their peak hour volume limits slightly increased. Streets that SDOT is committed to
monitoring for UVTN performance will be identified.

TR15. Work with Transit Partners on Bus Layover and Route
Terminal Planning.

Provide layover space and route terminal planning for efficient transit system
operations (e.g., reliable schedules and maintenance of cost-effective operating costs),
so that layover space is provided as close as possible to the beginning and the end of
the service portion of a route. Higher operating costs due to longer routes, possibly on
congested streets, result in fewer hours for new service elsewhere in the system. It
will become increasingly difficult to maintain existing and/or accommodate new, on-
street layover space on an interim and/or long-term basis. There could be pressure to
use neighborhood streets to address other community needs, such as open space, and
bicycle, pedestrian, and freight mobility.

TR16 . Support Equitable and Ridership-oriented Fare Policies.

The amount and structure of fares have major impacts on transit ridership and help
determine transit affordability. The following strategies are designed to promote
equitable and ridership-oriented transit fare policies.

TR16.1. Participate in Efforts to Reduce Fares, Especially for Those
Least Able to Pay.

Explore options and test demonstration projects for reducing fares with King County
Metro and the Puget Sound Regional Council, as well as strategies for generating
revenues to cover the lost income. Target fare reductions to special populations (e.g.,
students, senior citizens, low wage workers) as a less costly option that could increase
ridership while addressing other needs.

TR16.2 Support Development of the Regional Fare Integration
Project.

Ease customer payment and speed bus loading/unloading through the development of
the regional Smart Card.
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3.3W  Increase Transportation Choices:  Encourage walking—
it’s an easy, healthy way to get around.
Every one in Seattle is a pedestrian at some point during the day, whether
walking to school, to the bus stop, to a parked car, to work, or for exercise.
The City recognizes the value of walking for promoting environmental
sustainability and the commercial vitality of downtown Seattle and neighbor-
hood business districts. In short, walking is good for the environment, public
health, and the economy.

First, walkable cities reduce environmental impacts by promoting walking as a
zero emissions form of transportation. Good walking routes to transit comple-
ment the role of public transit in providing an environmentally sustainable
alternative to the private automobile. Walking is also the most inexpensive and
broadly accessible form of transportation and recreation. For young people,
walking affords a sense of independence that is not possible with other
modes. For older people, walking is an effective means to stay active, both
physically and socially.

Second, walkable cities promote healthy citizens. Health profes-
sionals recommend walking as a form of physical activity to help
prevent a host of diseases including obesity, heart disease, and
some forms of cancer. According to the US Surgeon General,
encouraging at least 30 minutes of walking per day and creating
walkable environments are recommended methods for reducing
overweight and obesity problems.

Third, walkable cities make for vital and active streets by pro-
moting commercial and social exchange. Sidewalks ideally func-
tion as positive places to meet, play, live, work, and shop. In
residential areas, motor vehicle traffic can negatively impact
residential property values. In commercial areas, the most
congested streets are often the most economically vital.

Comprehensive Plan Goals and Policies
Walking can be practical alternatives to driving, especially for
short trips. It can also contribute greatly to neighborhood quality
and vitality, and help achieve City transportation, environmental,
open space, and public health goals. Pedestrian improvements
to streets, intersections, sidewalks, and other facilities can
improve access and safety. Such facilities are particularly important for chil-
dren, senior citizens, and people with disabilities. [Please note that the Com-
prehensive Plan combines Walking and Bicycling into one section, although
they are treated in separate sections here in the TSP.]

TG15 Increase walking and bicycling to help achieve City transportation,
environmental, community and public health goals.

TG16 Create and enhance safe, accessible, attractive and convenient street
and trail networks that are desirable for walking and bicycling.

T33 Improve mobility and safe access for walking and bicycling, and create
incentives to promote non-motorized travel to employment centers, commer-
cial districts, transit stations, schools and major institutions, and recreational
destinations.

CHAPTER 3.0: PLAN ELEMENTS

Showing children the benefits of walking helps
them avoid the epidemic of obesity that is now
affecting the country’s younger population.
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T34 Integrate pedestrian and bicycle facilities, services, and programs into
City and regional transportation and transit systems.  Encourage transit provid-
ers, the Washington State Ferry System, and others to provide safe and
convenient pedestrian and bicycle access to and onto transit systems, covered
and secure bicycle storage at stations, and especially for persons with disabili-
ties and special needs.

T35 Recognize that stairways located within Seattle’s public rights-of-way
serve as a unique and valuable pedestrian resource in some areas of the City.
Discourage the vacation of public rights-of-way occupied by stairways, and
protect publicly-owned stairways from private encroachment.

T36 Accelerate the maintenance, development, and improvement of exist-
ing pedestrian facilities, including public stairways.  Give special consideration to
access to recommended school walking routes; access to transit, public facili-
ties, social services and community centers; and access within and between
urban villages for people with disabilities and special needs.

T37 Provide and maintain a direct and comprehensive bicycle network
connecting urban centers, urban villages and other key locations.  Provide
continuous bicycle facilities and work to eliminate system gaps.

T38 Develop, apply and report on walking and bicycling transportation
performance measures in the Transportation Strategic Plan to evaluate the
functioning of the non-motorized transportation system; to ensure consistency
with current industry standards; to identify strengths, deficiencies and potential
improvements; and to support development of new and innovative facilities
and programs.

T39 Promote safe walking, bicycling, and driving behavior so as to provide
public health benefits and to reinforce pedestrian, bicycle and motorists’ rights
and responsibilities.

Strategies to Encourage Walking

This section includes strategies that offer direction so that SDOT can encourage
walking as an easy, healthy way to get around. SDOT’s Pedestrian Program works to
improve pedestrian safety and to encourage more walking by providing the facilities
needed to walk comfortably. To accomplish this work, the department builds accessible
sidewalk curb ramps; installs and maintains school-crossing signs, marks crosswalks
and pedestrian-crossing signs; and constructs curb bulbs and crossing islands at
pedestrian-crossing locations.

W1. Make Street Crossings Safer and Easier.

Identify and install a full range of engineering design measures to create high-quality
pedestrian crossings, depending on  site conditions. Follow guidelines and procedures set
forth in Resolution 30537 for responding to requests for safety improvements related to
marked pedestrian crosswalks, general traffic control signals, pedestrian traffic signals,
disabled or senior citizen traffic signals and school crossing traffic signals. Resolution
30537 was based in part on pedestrian research conducted by the University of North
Carolina and others. This strategy has several sub-strategies for improving pedestrian
safety and access at intersections. Traffic signals are listed as a separate strategy,
although they are closely related to this strategy. Examples of efforts include:
• Reducing effective street crossing distance for pedestrians by providing curb exten-

sions, raised pedestrian islands or reducing four-lane undivided road sections to two
through lanes with left-turn pockets with sidewalks; Providing raised medians on
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multi-lane roads;
• Installing traffic calming measures on

neighborhood streets to slow vehicle speeds
or reduce cut-through traffic;

• Providing adequate nighttime lighting for
pedestrians;

• Redesigning intersections with crossing
islands and tighter turn radii;

• Using innovative signs, signals and markings.

This ongoing city-wide program responds to
citizen and neighborhood recommendations for
projects that enhance pedestrian mobility by
making improvements and promoting  safe and
convenient access to pedestrian facilities. The
program, which is coordinated with the
Neighborhood Bike Improvements Program,
constructs pedestrian walkways, curb bulbs,
and other types of pedestrian improvements.

W1.1. Install Marked Crosswalks at Signalized and Unsignalized
Intersections Where Appropriate.

Continue to mark crosswalks at signalized intersections. Install new and improve existing
marked crosswalks at unsignalized intersections based on SDOT guidelines (Director’s
Rule 2004-01). Continue to address those marked crosswalks found to be non-compliant
with new marking guidelines. Create guidelines for whether to mark crosswalks at four-
way stops. These guidelines are in turn based on new information from Federal
Highways Administration (FHWA) about where marked crosswalks at uncontrolled
locations may be useful. SDOT’s Pedestrian Program staff monitors existing marked
crosswalks and makes changes when necessary. They also respond to community
requests.

W1.2. Use Caution in Installing Pedestrian Pushbuttons at Traffic
Signals

Per Resolution 30241, evaluate locations using the SDOT pedestrian push button criteria
before installing new pedestrian pushbuttons And along transportation corridors with
existing pushbuttons. While areas with limited pedestrian activity may merit pushbuttons,
pushbuttons are not appropriate in areas with continuous pedestrian activity. Pushbuttons
should not be installed along corridors designated as Main Streets. Existing pedestrian
pushbuttons should be evaluated and removed where they do not meet the criteria,
focusing those evaluation efforts on pedestrian pushbutton locations within the City and
neighborhood transportation planning projects, Capitol Improvement Projects, and through
citizen and community complaints. Consider posting information about the times when a
pushbutton is in “pedestrian recall” (where the “walk” indication for pedestrians is given
without need to push the button) during the active period of the day.

W1.3. Consider Overpasses Over Major Pedestrian Barriers.

Identify locations suitable for pedestrian overpasses to allow safe and convenient
crossing over barriers such as state highways and Interstate 5. Identify funding sources
to design and construct these facilities. Recent examples of locations where pedestrian
overpasses are built include the Aurora Pedestrian overpass to Queen Anne and the
Thomas Street Overpass over Elliott Ave. Overpasses should be ADA compliant, exhibit
high-quality design and be used to knit together a fragmented street network, not
specifically to improve vehicular traffic flow.

CHAPTER 3.0: PLAN ELEMENTS

A nationwide transportation survey found that about 25% of all trips are
lsess than one mile--perfect for walking. (Source:  City of Olympia...)



80 CITY OF SEATTLE TRANSPORTATION STRATEGIC PLAN, 2004 UPDATE

W2. Improve Pedestrian Safety and Access to Bus Transit.

Implement projects to construct and install pedestrian crossing improvements in
conjunction with bus transit stops throughout Seattle. This will improve connectivity
between neighborhoods and urban villages by increasing safe and direct access to transit.
Measures include curb bulbs, crossing islands, curb ramps, re-channelization, pedestrian-
scale lighting, and pedestrian crossing signals. Bus stop relocation may be included at
locations to provide the best visibility and to prevent the buses from blocking existing
marked crosswalks.

W3. Improve Pedestrian Access to Monorail and Sound Transit Rail
Systems.

Continue to work with the Seattle Monorail Project and Sound Transit and the various
Green Line and LINK station area communities on addressing pedestrian access to rail
stations. Work during planning, design and construction phases, of Central Link
(Downtown – Rainier Valley), North Link (Downtown-Northgate) and the Monorail Green
Line (Ballard – West Seattle). Consider appropriate pedestrian capacity needs along these
transit corridors, including:

• how pedestrians access the stations;
• queuing at station ticket areas and

entrances;
• allowing for reasonable time so that

pedestrians can cross streets to access
intermodal bus transit connections; and,

• the design of station plazas so that
transit riders are directed to desired
pedestrian crossings.

Both rail systems assume that most rail
passengers will walk, take the bus, or bicycle to
their closest rail station. Pedestrian
improvements within one-quarter mile of the
stations (typical walking distance for pedestrians
accessing transit) may be necessary to ensure
safe and convenient access.

W4. Use Traffic Signals and Their
Associated Features to Improve
Pedestrian Safety.

Continue to evaluate and adjust existing signal timing mechanisms to ensure pedestrian safety
and convenience, and to install new signals for pedestrian mobility. In heavy pedestrian areas,
consider adjusting signal timing to shorten pedestrian wait time and provide adequate time for
the average “slow pedestrian” to cross the street while considering vehicle flows through the
intersection. Evaluate intersections identified as problems by neighborhood groups or
community complaints (e.g., review crossing times, pedestrian delays, competing needs, and
other connected intersections). Consider tools such as pedestrian lead time and countdown
signals where appropriate to address specific problems.

W5. Provide for Routine Accommodation of Pedestrian Facilities.

Make pedestrian accommodations a routine part of transportation planning, design,
construction, operations and maintenance activities. Follow the new AASHTO pedestrian
guidelines. A properly designed roadway should safely and efficiently accommodate all
modes of travel, from pedestrians to bicyclists, transit and motorists. Many operations and
maintenance decisions for Seattle’s roadway design have an impact on the safety and
mobility of pedestrians. Fully institutionalize pedestrian (along with bicycle) facilities into

The entrance to the Pioneer Square Transit Tunnel station in downtown
Seattle is a well marked and accessible station entrance with a large plaza
to accommodate passenger queuing as needed.
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these decisions. Provide sidewalks that meet minimum width standards or greater along
all streets; provide safe pedestrian crossings at all intersections (incorporate safety
considerations, good visibility and tight turning radii); and provide adequate space for
pedestrians on bridges. When planning new streets or re-designed streets, take into
account the effect of travel volumes and the number of travel lanes on safer pedestrian
access and mobility.

Routine accommodation for pedestrian and bicycle facilities affects the following
projects and programs: Capitol Improvement Projects; corridor / sub-area planning;
transit speed and reliability projects; utilities pole placement; signal optimization projects;
high-hazard accident location projects; arterial parking restrictions projects; construction
management plans; and, Master Use and Street Use Permits.

W6. Make Safe Routes to Schools.

Implement an annual set of programs and projects to enable and encourage primary and
secondary school children to walk and bicycle to school safely. Encourage a healthy and
active lifestyle by making walking and bicycling to school safer. Safe Walking Routes to
Schools Pedestrian Program could involve the following kinds of activities:

• Support for School District development of School walking maps

• Provide staff support for School Traffic Safety Committee, where SDOT staff and
other agencies identify and implement, when funds are available, low cost-pedestrian
safety improvements around schools

• Identify, install and repair sidewalks, curb
ramps, curb bulbs, and other pedestrian
improvements on School Walking Routes

• Seek funding for expanded programmatic
efforts from federal and state transportation
sources

W7. Complete and Maintain Sidewalk
Network.

Identify funding for new concrete sidewalks on
arterial streets and lower-cost design options for
sidewalks on residential streets as a
comprehensive program to complete Seattle’s
sidewalk network over time. Nearly every
neighborhood plan developed in the 1990s
articulated a need for sidewalks and other
pedestrian improvements. The following should
be given highest priority for sidewalk improvements: school walking routes; routes that
provide direct access to transit facilities or other public facilities (e.g social services,
community centers, and parks); and, within and between urban villages.

W8. Provide for Visibility and Accessibility for All Pedestrians.

Develop a consistent approach for providing clear and accessible pathways and
crossings, especially for people with disabilities and senior citizens. Both visibility and
accessibility are key components of this strategy. Visibility issues are typically caused by
on-street parking that blocks a motorist’s view of pedestrians in the crosswalk, and
vegetation that encroaches into the right-of-way, blocking or obscuring the pedestrian
path. Restricting on-street parking at all pedestrian crossings can help to provide good
sight distance for the pedestrians and approaching motorists. City and private property
owner actions can reduce or eliminate vegetation encroachment.

CHAPTER 3.0: PLAN ELEMENTS
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SDOT’s exising curb ramp installation program is akey component of improving
accessibility for all pedestrians. Currently, SDOT installs curb ramps (wheelchair ramps)
and other pedestrian improvements to make crossings more accessible for everyone.
The following should be given the highest priority for curb ramp installation:
intersections with existing concrete sidewalks that are direct connections to social
service agencies, schools, and neighborhood business areas. Priority is also given to
upgrading curb ramps when the adjacent street is resurfaced.

SDOT wants to remain on the leading edge of technology that makes additional sensory
information available at crossings. Audio and vibra-tactile traffic signals with tactile
surface wayfinding can provide directional information and have been installed in a
number of locations throughout Seattle. Additional installations of audible signals will be
considered, especially in proximity to social service agencies, schools, transit stations,
community centers and neighborhood business areas. Pedestrian volumes, vehicle traffic
volumes, related noise level, and neighborhood acceptance are also important
considerations.

W9. Continue Installing “Road Diets.”

Continue to look for opportunities to rechannelize and make other improvements to
overly wide streets in order to support pedestrian and bicycle safety, transit access and
business development. Typically a street cross-section is changed from four travel lanes
(two each way) to three travel lanes (two through and a two-way center left-turn lane).
Recent examples include Dexter Ave. N. and Beacon Ave. S. For pedestrians, the
benefits include reducing the number of travel lanes a pedestrian must cross and thus
providing better access to bus stops. For bicyclists, benefits include additional space
available to install bicycle lanes or other right-of-way improvements. Transit can benefit
from road diets with improved pedestrian access to the transit system, but in some cases
transit speed and reliability may be negatively impacted because buses can be delayed
when re-entering traffic.

W10. Develop Pedestrian Transportation Performance Measures.

Develop measures that allow the City and the public to evaluate the current and future
pedestrian transportation system; to identify strengths, deficiencies and potential
improvements; and to support development of new and innovative facilities and
programs. More information on existing SDOT performance measures can be found in
Chapter 5:  Performance Reporting.

W11. Enhance the City’s Project and Program Review by Using
Seattle Pedestrian Advisory Board.

Maintain the Seattle Pedestrian Advisory Board (SPAB), created to advise all City of
Seattle departments and agencies on concerns and needs of the pedestrian community.
Encourage City departments to consult with SPAB through all stages of a project.
Resolution 29532 lays out Board roles and responsibilities. SPAB has been chartered
with four tasks: Advise the Mayor, City Council and all departments and offices of the
City on matters related to pedestrians: including the impact which actions by the City
may have upon the pedestrian environment; Contribute to all aspects of the City’s
planning and project development processes insofar as they may relate to pedestrian
safety and access; Promote improved pedestrian safety and access by evaluating and
recommending changes in City design guidelines and policies; and Prepare an annual
report on the status of its work program and achievement of its goals to the Mayor and
City Council.
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W12. Review Right-of-Way Improvement Manual to Ensure Design
Criteria Support Pedestrian Safety and Access Concerns.

Ensure that the Right-of-Way Improvements Manual, to be released in 2005, the Land
Use Code, and the “Standard Plans and Standard Specifications for Road, Bridge, and
Municipal Construction” provide street improvement designs that support the full range
of pedestrian needs and facilities, including appropriate standards. Involve the Seattle
Pedestrian Advisory Board in these project updates. See Strategy S5 for more
information on the Right of Way Management (ROWM) Initiative and the Right-of-
Way Improvements Manual.

W13. Support Pedestrian Safety Education and Promotion Programs.

Provide support for private non-profit organizations and others to promote walking in
Seattle and educate motor vehicle drivers, pedestrians and others about pedestrian
rights. Such support could come in a number of forms—elected official recognition,
City promotion through regular communications and the City’s Public Access Network
web site and staff involvement, funding, etc. An example from 2003 would be
Pedestrian Summer, a pedestrian safety program to educate motorists and walkers
about pedestrian safety and to promote walking.

W14. Explore Alternative Design Treatments.

Continue to monitor national pedestrian engineering and planning research to identify
best practices for SDOT. Provide training opportunities for SDOT staff to learn about
alternative design treatments and strategies. Explore and implement projects and
programs that provide innovative ways to promote walking and increase pedestrian
safety.

W15. Support Enforcement of Traffic Laws That Protect the Rights of
Pedestrians.

Work with the Seattle Police Department (SPD) to develop and support enforcement
programs for pedestrian safety laws. Identify locations for enforcement emphasis that
help to meet the Comprehensive Plan goals and policies.

W16. Support Signage and Wayfinding Projects.

Develop schematic designs, locations and necessary funding for vehicular and
pedestrian directional signs, transit signage, information kiosks, neighborhood orientation
maps, and street identification signs. One project already underway is the City of
Seattle Center City Wayfinding Project. This project develops schematic designs and
locations for vehicular and pedestrian directional signs, transit signage, information
kiosks, neighborhood orientation maps, and street identification signs in downtown
Seattle.

W17. Accommodate Pedestrians During Project Construction in
Public Rights-of-Way.

Ensure that safe pedestrian access is maintained during construction of transportation
facilities and new development, including City of Seattle projects. Multiple street
crossings due to multiple sidewalk closures not only are an inconvenience to
pedestrians, but increase the risk of pedestrian/vehicle conflicts. Sidewalks should
generally remain open during construction unless sidewalk repair or access to other
utilities is necessary. Under no circumstance, should the sidewalk be closed on both
sides of the same block or more than one corner of an intersection be blocked.
Construction projects should make special effort to maintain access in cases where
crossing distances are long and other conditions make crossing the street especially
onerous (for example, multi-lane arterials) as well as where the projects take up less
than the length of a block.

CHAPTER 3.0: PLAN ELEMENTS
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3.3B  Increase Transportation Choices:
Encourage Bicycling—it’s an easy, healthy way to
get around.
The City of Seattle has a long history of supporting bicycling.
Seattle has bicycle lanes and shared multi-use paths such as
the Burke-Gilman Trail. Bicycle parking and other end-of-trip
facilities are required or given incentives through the Land Use
Code. The City also supports bicycling through the Bicycle Spot
Improvement Program, which installs bike racks in public rights-
of-way in business districts and develops small projects that
address emerging needs to facilitate bicycling. Although these
efforts are important to serve our existing bicycling commu-
nity, the City must work to expand the use of bicycling for
everyday transportation in order to meet Comprehensive Plan
mode split goals.

Bicycling is healthful, flexible, convenient, inexpensive, and fun.
It also helps meet Seattle’s growing transportation demands.
As urban growth continues, bicycling can reduce pressure on

roads and transit systems.  About 6,000 people currently bicycle to work in
Seattle. Although this is a healthy number of cyclists, it represents only 1.3%
of commuters going to work on average. Experience in other cities, both
within the United States and abroad, demonstrates that bicycling has much
greater potential, and that Seattle can increase bicycling by making a broad
concerted effort as part of our overall transportation plan. This section in-
cludes strategies that continue and expand Seattle’s commitment to bicycling
for transportation and recreational purposes.

Comprehensive Plan Goals and Policies

TG15 Increase walking and bicycling to help achieve City transportation,
environmental, community and public health goals.

TG16 Create and enhance safe, accessible, attractive and convenient street
and trail networks that are desirable for walking and bicycling.

T33 Improve mobility and safe access for walking and bicycling, and create
incentives to promote non-motorized travel to employment centers,
commercial districts, transit stations, schools and major institutions,
and recreational destinations.

T34 Integrate pedestrian and bicycle facilities, services, and programs into
City and regional transportation and transit systems.  Encourage
transit providers, the Washington State Ferry System, and others to
provide safe and convenient pedestrian and bicycle access to and
onto transit systems, covered and secure bicycle storage at stations,
and especially for persons with disabilities and special needs.

T35 Recognize that stairways located within Seattle’s public rights-of-way
serve as a unique and valuable pedestrian resource in some areas of
the City.  Discourage the vacation of public rights-of-way occupied by
stairways, and protect publicly-owned stairways from private
encroachment.

T36 Accelerate the maintenance, development, and improvement of
existing pedestrian facilities, including public stairways.  Give special
consideration to access to recommended school walking routes;
access to transit, public facilities, social services and community
centers; and access within and between urban villages for people with
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disabilities and special needs.
T37 Provide and maintain a direct and comprehensive bicycle network

connecting urban centers, urban villages and other key locations.
Provide continuous bicycle facilities and work to eliminate system gaps.

T38 Develop, apply and report on walking and bicycling transportation
performance measures in the Transportation Strategic Plan to evaluate
the functioning of the non-motorized transportation system; to ensure
consistency with current industry standards; to identify strengths,
deficiencies and potential improvements; and to support development
of new and innovative facilities and programs.

T39 Promote safe walking, bicycling, and driving behavior so as to provide
public health benefits and to reinforce pedestrian, bicycle and motorists’
rights and responsibilities.

Strategies to Encourage Bicycling

This section includes strategies that offer direction so that SDOT can more fully
integrate bicycling into Seattle’s transportation system in ways that reduce reliance on
the automobile and make the entire system
more convenient and attractive for all users.
These strategies will lead more bicycle use for
trips to work and to shop as well as providing
opportunities for recreation and physical
activity.  Implementing these strategies
supports and reinforces Seattle’s Urban Village
Strategy, promotes active healthy lifestyles, and
supports economic growth by expanding the
range of transportation options and reducing
the cost of providing mobility.

B1. Complete and Preserve the
Urban Trails Network

Seattle’s Urban Trails network provides a set
of trunk routes within the city and provides
connections to regional trails and significant
bicycle routes outside the city.  It consists of
shared multi-use paths, such as the Burke-
Gilman and Duwamish Trails; on-street bicycle
lanes like those on Dexter Avenue North; and on-street bicycle routes like the one that
follows Lake Washington Boulevard. The bike classification map is included as Figure
26: Bicycle Classifications and shows the existing on- and off-street system of bicycle
facilities and prospective elements of the Urban Trails network (see Figure 22: Urban
Trails Planning Map, Seattle Comprehensive Plan). The Urban Trails Planning map,
describes existing segments of the Urban Trails network including segments where
improvements are needed. It also shows segments that are funded or under
construction, planned elements and prospective segments under consideration.

In order to create an environment that is conducive to bicycling throughout Seattle, the
City must complete those elements of the Urban Trails network that are planned but
not yet built including:
• Burke-Gilman Trail – 11th Ave NW to Golden Gardens Park
• I-90 Trail (Mountains to Sound Greenway) Alaskan Way to 12th Ave/Golf Dr.
• Chief Sealth Trail through southeast Seattle
• Lake to Bay Trail
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The Burke-Gilman Trail is part of Seattle’s Urban Trails network. The Urban
Trails network is a key piece of Seattle’s bicycle and pedestrian network
that makes bicycling a viable transportation choice and links major parks
and open spaces with Seattle neighborhoods.
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• Ship Canal Trail – 6th Avenue to Fishermen’s Terminal
•  Duwamish Trail though south Seattle
•  Interurban North—N. 110th St. to N 128th St.
In addition, the Urban Trails strategy includes:
• Identification of improvements needed for all network sections;
• Enhancements to the navigability and attractiveness of the system and identification

of opportunities to extend the connections to all of Seattle’s Urban Centers, Urban
Villages and major recreation centers;

• Advocacy for the development of Urban Trails network elements in projects
constructed by the Washington State Department of Transportation and the Port of
Seattle; and,

• Maintenance and preservation of the Urban Trails network.

B2. Enhance Bicycle Network by Improving Safety and Access to
Urban Villages, Schools, and the Urban Trails Network

Improve bicycle connectivity by filling gaps and making improvements to bicycle routes,
especially within and between urban villages,
schools and the Urban Trails network. Although
the Urban Trails network provides connections
to most of Seattle Urban Centers, it does not
serve all of Seattle’s Urban Villages and
residential neighborhoods. The off-street trail
portion of the Urban Trails network does not
meet needs for all bicycle trips and serves only
a segment of most of the trips it accommodates.
For this reason, additional strategies are
necessary to provide safe, convenient
connections between urban villages, and
between urban villages and the Urban Trails
network. Updating the bicycle street
classification system (see Figure 26  Bicycle
Classifications) is an important companion
strategy because it defines a more extensive
network where the potential exists to expand
connections.

An effective urban villages and schools bicycle strategy incorporates the following
elements:

• Establish bicycle connectivity elements as part of large-scale capitol projects that
make significant connections to Urban Trails and urban villages.

• Assess Neighborhood Plan recommendations related to bicycles and incorporate
them into transportation projects as practicable.

• Identify corridors and improvements that facilitate bicycle access to elementary and
middle schools as part of the state and national Safe Routes to Schools program.

• Identify corridors to connect urban villages not served by existing or planned Urban
Trails Network segments.

• Continue the Bicycle Spot Improvement Program, which removes barriers to
bicycling by making improvements in the right-of way such as: surface improvements
(pothole patching, drain grate replacement, etc.); signing and striping (motor vehicle
warning signs at trail crossings, bicycle wayfinding, bicycle lane striping and
stenciling, etc.); and access improvements (short connecting trail sections, adjusting
of electronic detection for bicyclists at traffic signals and traffic island modification).
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B3. Establish Stronger Links between Seattle Bicycle Advisory
Board and City Departments

Take greater advantage of the Seattle Bicycle Advisory Board as a resource by
establishing stronger links between the Seattle Bicycle Advisory Board and project
planning and management functions within the Department of Transportation and
other departments. The Seattle Bicycle Advisory Board was created to advise the
City on the concerns and needs of the growing bicycling community.  The Board
represents broad interests and contains expertise that can be a benefit to planning,
design, and implementation of projects.  It can also aid in establishing policies and
practices that help meet the City’s transportation goals of balancing the access needs
of various modes.

B4. Improve Bicycle Access to and Through the Center City

Recognize the special importance of improving bicycle access to and within the
Center City (See Figure 28: Center City Neighborhoods). Thousands of commuters
bicycle to and through Center City neighborhoods each day, many more would be
regular bicycle commuters in a more accommodating environment. Center City
neighborhoods are poised to see rapid growth in residential development. Many more
residents living near downtown jobs and attractions present an opportunity to shift
many more trips to bicycling. However, a shift to bicycling requires that the Center
City environment be inviting to a broad range of bicyclist skills and comfort levels.

Maximizing the use of bicycles in the Center City reduces traffic demands in
congested areas and frees capacity on transit systems.  At a minimum, facilities should
be established linking all major corridors and points by which bicyclists enter and leave
the Center City.  The following facilities have been identified as elements of a Center
City bicycle network:

• Establish continuous north-south bicycle lanes through downtown

• Extend bicycle lanes through the Pike/Pine Corridor from 12th Ave to 1st Ave; Add
bike lanes to Melrose Ave from Roy St. to Pine St.;

• Create bicycle climbing lanes on Spring St and Cherry St.

• Connect the Dexter Ave. N. bicycle lanes to downtown Seattle

• Establish bicycle connections to South Lake Union, Queen Anne, Seattle Center
and Belltown

• Establish waterfront bicycle access as part of Alaskan Way Viaduct project

• Provide signage and wayfinding for bicycle routes

B5. Provide Regular Maintenance for Urban Trails Network and
Bicycle Streets

Maintain bicycle routes to improve bicyclist safety. Bicyclists are more susceptible to
road hazards than other road users. Typical hazards include holes and cracks in
pavement, rough pavement, misaligned concrete panels and pavement heaves, road
debris, poor drainage, and overhanging vegetation.  Other maintenance problems, such
as traffic light timing malfunction and signal loop detector calibration errors, can
present obstacles and delay for bicycle travel. Urban Trails and bicycle streets that
see especially high use must be prioritized for regular maintenance.

Establish standards for maintenance of bicycle facilities including but not limited to:

• Regular sweeping of urban trails and high-use bicycle streets that experience
significant accumulation of debris.

• Priority clearing and sweeping of such routes after severe weather events
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Pavement markings such as the
lane strip, bicycle legend and
arrow del ineate space for
bicyclists within the street right-
of-way.
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Figure 28:  Center City Neighborhoods
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• Trim vegetation  to at least 24 inches from the edge of  shared use paths

• Establish bicycle streets and urban trails segments as priority elements in the
pavement management system.

• Assess pavement conditions on entire Urban Trails Network and make
recommendations for improvements or repairs where warranted

• Work with the Seattle Parks and Recreation to implement standard maintenance
practices where applicable, including with adequate bicycle parking at City parks.

• Work through the Street Maintenance program to provide timely pothole repair, an
important safety benefit for bicyclists.

B6. Routinely Coordinate and Institutionalize Bicycle Facility
Planning, Design and Construction into all Programs and Projects That
Impact Public Rights-Of-Way.

Establish a practice of routine bicycle accommodation. Federal Highway Administration
Guidelines and Puget Sound Regional Council’s Non-motorized Plan call for
accommodation of bicycles in all transportation projects. By establishing a similar
practice of “routine accommodation,” Seattle will minimize the cost of building bicycle
facilities, establish facilities on streets with the best possible pavement and drainage
(which adds to cyclist safety), and increase cyclists’ access to destinations along the
arterial street system.

Routine accommodation incorporates bicycle facilities as a component of all
reconstruction, channelization, resurfacing and paving projects in the City of Seattle. In
addition, routine accommodation should, where appropriate, establish or improve bicycle
facilities in conjunction with projects being carried out by other City Departments,
especially Seattle Public Utilities, Seattle City Light, and the Seattle Department of
Parks and Recreation.

• Provide adequate space for bicycles in design of streets – marked bicycle lanes or
wide curb lanes (14’) with bicycle-marked stencils

• Establish bicycle accommodation review as a project requirement for CIP projects.

• Ensure that all new traffic signal detection systems are bicycle-sensitive. Ensure that
all inspections and maintenance of signals with detection systems includes bicycle
actuation functionality.

• Establish bicycle traffic flow as a criterion for signal timing in corridors with high
bicycle traffic volumes, especially where multi-use paths cross arterial streets.

• Ensure that all bridge reconstruction or replacement projects are designed with
adequate roadway to accommodate bicycles. When bridges are replaced or
rehabilitated, providing safe, direct, and convenient pedestrian and bicycle access
across the bridge and the bridge approaches is critical. Such facilities should also be
directly connected to the City’s Urban Trails network if within ¼ mile of existing or
planned segments of the network.

B7.  Maximize Opportunities to Fund Bicycle Facilities and Programs.

Ensure that the City qualifies and applies for the maximum available amount of state,
federal, and private funding for design, construction, and maintenance of bicycle network
and bicycle programs.

• Identify funding opportunities in federal transportation legislation.

• Partner with non-profit organizations to secure private funds for bicycle programs.

• Identify and support funding for bicycle elements of Washington State Department of
Transportation (WSDOT) projects within Seattle city limits.

CHAPTER 3.0: PLAN ELEMENTS
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B8. Accommodate Bicycles During Project Construction.

Ensure that safe bicycle access is maintained during public and private construction
projects, including utility work.

• Establish a bicycle accommodation requirement in street use permit applications and
review processes.

• Establish bicycle accommodation as a requirement for all major project plans.

B9. Make Bicycling and Transit Work Seamlessly.

Coordinate efforts and investments with transit agencies to ensure bicycle access to transit
and ferry systems, as well as accommodation at transit facilities and on transit vehicles and
ferries. Convenient bicycle access to and onto the Puget Sound’s regional and local transit
and ferry systems promotes bicycling and helps to maximize transit use, especially in denser
urban villages where park and ride facilities are not appropriate. Coordinate with transit
agencies and public and private ferry service providers serving Seattle to:

• Develop bicycle lanes, trails, and other appropriate measures and design elements to
make it easy to bicycle to rail stations and major transit stops.

• Provide adequate, covered, and secure bicycle parking at transit centers and stations,
and at ferry terminals, including space for anticipated future expansion of bicycle parking
as demand grows.

• Ensure bicycle accommodations in trains, buses, ferries, or other transit vehicles in a
safe and convenient manner, with barrier-free interior station design.

• Explore methods to expand the number of bicycles that can be accommodated on transit
vehicles.

• Establish bike stations as a means of accommodating cyclists and attracting new users to
multi-modal travel.

B10.  Provide Adequate Bicycle Parking for Current and Future Users.

Provide secure bicycle parking.  Every bicycle trip begins and ends with the need for a safe
and secure place to park one’s bike. Fear of having a bicycle stolen or vandalized, and
concern about finding a convenient place to park a bicycle, deter people from bicycling to
shopping, entertainment, and other desirable destinations. Secure and adequate bicycle
parking assures people that they and their bikes are welcome. The SDOT Bike Program
has installed almost 3,000 bicycle racks in public rights-of-way since 1993.

This strategy encompasses several projects and programs to ensure adequate bicycle
parking in Seattle’s residential and neighborhood business districts.

• Include bicycle parking in City-owned facilities
 (government offices, parks, and libraries)

• Develop bicycle parking regulations as well as
design, equipment, and installation guidelines for
developers and property owners

• Ensure adequate parking at transit stations

• Prevent misuse and abuse of bicycle parking

• Explore new parking facility designs and
approaches, including conversion of parking meter
posts to bicycle parking; shared-use of private bicycle
parking facilities (e.g., office buildings) and centrally
locating bicycle parking/service facilities
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• Continue the Bicycle Spot Improvement Program, which installs bicycle racks in
public rights-of-way (typically on sidewalks) in neighborhood business districts to
encourage bicycling for short trips and errands.

B11. Support Bicycle Education and Promotion Efforts.

Work cooperatively with other Puget Sound government agencies and private non-profit
organizations to provide information and support efforts to teach bicycle safety skills and
safe bicycling practices.
• Continue to produce update and distribute Seattle bicycle map. SDOT offers the

Seattle Bicycling Guide Map free of charge to the public.
• Maintain bicycle information on SDOT web site with current projects, information

about how to request bicycle parking rack installation and bicycle maps, bicycle safety
regulations, and other relevant information

• Support Bike to Work day, including with City employee participation and other
programs in the Seattle area.

• Support initiatives similar to Bicycle Summer (2004) and other promotion programs

• Support efforts to train juvenile and adult cyclists in safe urban cycling

B12 Develop Bicycling Transportation Performance Measures.

Develop performance measures that allow the City and the public to evaluate the current
and future bicycle transportation system; to ensure consistency with current industry
standards; to identify strengths, deficiencies and potential improvements; and to support
development of new and innovative bicycle facilities and programs. These measures
should consider:

• minimizing delay and discomfort;

• directness of routes;

• continuity of the non-motorized network;

• attractiveness of environment;

• current and anticipated demand;

• barriers to bicycle transportation, such as terrain, insufficient right-of-way, conflicts
with other street uses, and difficult intersections and crossings, and bicycle safety.

B13 Explore Alternative Design Treatments.

Employ alternatives to standard design treatments as pilot projects or in cases where
conventional treatments are impracticable or ineffective.  Professional transportation
organizations and research departments often develop new guidelines, programs and
practices to support bicycle safety and access.

B14 Support Enforcement of Traffic-related Violations of Motorists
and Bicyclists.

Establish priorities for enforcement of traffic violations by bicyclists based on their
relationship to the safety of bicyclists and other road users.  Prioritize enforcement of
motorist traffic violations that most endanger cyclists.

CHAPTER 3.0: PLAN ELEMENTS
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3.3P  Increasing Transportation Choices:  Price and Manage
Parking Wisely
Long- or short-term parking is part of every car trip, and parking, especially
when free, is a key factor in the mode choice for a trip. The availability and
price of parking influences people’s housing and transportation choices about
where to live and how to travel to work, shop, and conduct personal business.
The City’s challenge is to provide enough parking to meet mobility and eco-
nomic needs, while limiting supply to encourage people to use non-auto
modes.

The City of Seattle strives to manage on- and off-street parking to maintain
vitality of urban centers and villages, reduce single occupant vehicle trips, and
to improve air quality. The City develops and seeks to implement parking
policies, programs, and regulations that consider neighborhood district parking
needs as a whole, instead of solely relying on decisions made on a building-by-
building or business-by-business basis. Additionally, strong parking manage-
ment helps to allocate limited curb space to priority users needs. The City

prioritizes transit loading and layover,
passenger and commercial loading, and
short-term on- and off-street parking for
business customers in commercial dis-
tricts. In residential districts, the City
prioritizes transit stops and layover, pas-
senger and commercial vehicle and load-
ing and car storage for local residents.
Providing unrestricted all-day commuter
parking is not a City priority, as it would
undermine achievement of downtown
Seattle and neighborhood livability, eco-
nomic development, and environmental
goals.

Comprehensive Plan Goals and
Policies

TG17 Manage the parking supply to
achieve vitality of urban centers
and villages, auto trip reduction,
and improved air quality.

TG18 Recognize that the primary transportation purpose of the arterial
street system is to move people and goods, when making on-street
parking decisions.

T40 Consider establishing parking districts that allow for neighborhood based
on- and off-street parking management regulations to help meet
urban center mode split goals.

T41 Use low-cost parking management strategies such as curb space
management, shared parking, pricing, parking information and
marketing and similar tools to encourage more efficient use of existing
parking supply before pursuing more expensive off-street parking
facility options.

T42 Restrict on-street parking when necessary to address safety,
operational or mobility problems.  In Urban Centers and Urban Villages

Paid, on-street parking in Belltown provides customer short-term access
during the daytime.
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where such restriction is being considered, the pedestrian environment
and transit operations are of primary concern, but decisions should
also balance the use of the street by high-occupancy vehicles, bicycles
and motor vehicles; access to local businesses; control of parking
spillover into residential areas; and truck access and loading.

T43 In commercial districts prioritize curb space in the following order:  1)
transit stops and layover, 2) passenger and commercial vehicle
loading,  3) short-term parking (time limit signs and paid parking);
4) parking for shared vehicles; and 5) vehicular capacity.

T44 In residential districts, prioritize curb space in the following order:
1) transit stops and layover; 2) passenger and commercial vehicle
loading; 3) parking for local residents and for shared vehicles; and 4)
vehicular capacity.

T45 During construction or implementation of new transportation projects,
consider replacing short-term parking only when the project results in a
concentrated and substantial amount of on-street parking loss.

T46 Use paid on-street parking to encourage parking turnover, customer
access, and efficient allocation of parking among diverse users.

T47 Consider installing longer-term paid on-street parking along edges of
commercial districts or in office and institutional zones to regulate curb
space where short-term parking demand is low.

T48 Strive to allocate adequate parking enforcement resources to encour
age voluntary compliance with on-street parking regulations.

T49 Coordinate Seattle’s parking policies with regional parking policies to
preserve Seattle’s competitive position in the region.

Strategies for Pricing and Managing Parking Wisely

This section includes strategies that offer direction so that SDOT can price and
manage parking to support healthy business districts, access and transit use. The
department also manages curb space to recognize the importance of principle arterials
in moving people, goods and services. Many of the parking strategies in this section
come from the City of Seattle’s Seattle Parking Management Study (2002) and the
Comprehensive Neighborhood Parking Study (1999). SDOT works closely with six
other city departments that have a role in regulating, managing, enforcing on- and off-
street parking decisions. City staff from each of these departments meet regularly for
coordination purposes. Each of the department is involved as follows:
• SDOT manages on-street parking
• Department of Executive Administration-Treasury Office collects parking meter

revenue
• Department of Planning and Development regulates off-street parking
• Fleets and Facilities Department manages City-owned off-street public parking

(e.g., SeaPark Garage and Pacific Place Garage)
• Seattle Police Department provides on-street parking enforcement
• Municipal Court adjudicates parking tickets
• Seattle Department of Parks and Recreation manages over 10,000 parking spaces

at their facilities

CHAPTER 3.0: PLAN ELEMENTS
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P1. Increase Parking Management Capabilities Through New
Technology Applications.

P1.1 Install Pay Station Technology.

As recommended by the Seattle Parking Management Study (2002), continue with
the pay station program to convert most parking meters to new parking pay station
technology. Program benefits include increased customer service enhancements and
improved management capabilities. The program is expected to replace the majority
of the 9,000 aging single-space meters by installing up to 1,600 pay stations in 2004
through 2006. The program will also convert up to 3,000 free spaces to paid parking.

In 2004, SDOT completed installation of pay stations in the metered areas of Pioneer
Square, the central Waterfront, Chandler’s Cove (new paid parking), Downtown
Seattle, Capitol Hill, Pike/Pine, and First Hill. In 2005-2006, SDOT is expected to
pursue installation in remaining metered areas such as University District, Ballard,
Uptown, Belltown, Chinatown-International District, Denny Triangle, Roosevelt,
Green Lake, as well as new areas, including along Westlake Ave N, Fremont, and
other neighborhood business districts as appropriate. [Note that the neighborhood
areas listed here are not given in priority order.]

As part of the pay station project, SDOT is replacing mechanical meters with
electronic meters in areas with remaining single-space meters so that a meter rate
increase at $1.50 or $1.00 per hour can be made consistent throughout metered
areas.

P1.2 Evaluate “Smart Card” Technology to Pay for Parking.

Investigate the feasibility of using Smart Cards to pay for parking at pay stations.
Seven area transit agencies are developing a smart card payment application as part
of the Regional Fare Integration Project. The City could participate in the effort to
create a “Transportation” card or develop a separate pay station smart card
application to expand customer payment options.

P2. Work with Neighborhoods on Area-Wide Comprehensive
Parking Management

As listed in the 1998 TSP, continue to collaborate with neighborhood business and
community organizations through the “Making the Parking System Work” program to
identify and implement low-cost, common-sense local parking management and access
strategies. This program is grant funded through the U.S. Department of
Transportation through 2005.

P3. Ensure a Reasonable Supply of Short-Term On-Street Parking
in Downtown Seattle and Neighborhood Business Districts.

As stated in Resolution 30585, identify and implement an annual set of programs and
projects to install new paid parking in Seattle neighborhood business districts.
Resolution 30585 reaffirmed a paid parking installation policy that identified conditions
where paid on-street parking devices, such as pay stations and parking meters, make
sense. These conditions include:
• Businesses or services needing good turnover in parking
• A relatively dense business base
• Heavily used on-street parking
• Areas with curbs and sidewalks
• Little likelihood of customers choosing neighborhood parking over metered parking
• Community support

In 2005-2006, SDOT will
continue installing  parking pay
stations in Center City and
other neighborhood business
districts.
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Examples of implementation activities for this strategy are the following:
• As an on-going effort, continue installing short-term time-limit signs (1- and 2-hour)

where customer access is needed but paid on-street parking is not yet appropriate.
• In 2005, consider extending meter hours (currently Monday through Saturday from 8

am to 6 pm) into evenings and/or Sundays to improve customer access to entertain-
ment and retail districts.

• In 2005, assess motorcycle parking policies and procedures, particularly with respect
to areas with pay stations.

• Refine sign verification and temporary “No Park” program, recognizing impacts and
opportunities in both SDOT and the Seattle Police Department’s Parking Enforce-
ment Unit.

P4. Pursue Installing Longer-Term On-Street Paid Parking.

As recommended by the Seattle Parking Management Study (2002), identify
appropriate areas and install longer-term on-street paid parking (3-hour, 5-hour, 8-hour,
etc.). Longer-term meters would support economic vitality and transit by providing paid
on-street parking for commuter, tourist or other trips that extend beyond Seattle’s
traditional 2-hour metered time-limit. The following considerations would be used in
selecting areas:
• Office development or other land uses, such as parks, needing longer-term parking
• Heavily used on-street parking not needed for short-term customer parking
• Little likelihood of spillover into nearby areas

• Community support

In 2005-2006, as pay stations are installed, determine locations and the appropriate
hours and rate structures for longer-term pay stations. Address any parking
enforcement implications with longer time limits.

P5. Use Residential Parking Zones (RPZ) to Address Resident
Parking Needs.

The Residential or restricted Parking Zone (RPZ) program was created in 1979 to help
ease parking congestion in residential neighborhoods. An RPZ is established on blocks
with adjacent residential use to discourage long-term parking by non-residents. An
RPZ may be appropriate where the parking congestion is caused by proximity to a
business district with limited parking, as well as constraints caused by parking
generated by visitors or employees of a hospital, school and other institutions, or rail
transit system.

P5.1 Address Residential Parking Concerns Through Residential
Parking Zones.

Continue to evaluate and install RPZ, as described above.

P5.2 Evaluate the Residential Parking Zone Program.

As recommended by the Seattle Parking Management Study (2002), evaluate SDOT’s
RPZ program, to ensure that these policies match with city-wide goals, serve the
citizens who are most affected by the zones, and incorporate best-known technology,
information and resources into Seattle’s RPZ practices.  The recommendations to be
reviewed include modifying the RPZ program purpose to address the competing
demands for parking in Seattle’s mixed-use neighborhoods, RPZ establishment
procedures, and RPZ program administration. Incorporate findings and
recommendations from SDOT’s “Making the Parking System Work” program into the
review.

This “Pay to Park” sign for
parking pay stations is a new
addition to Center City and many
of Seatt le ’s neighborhood
business districts.
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P6. Respond to Individual Business and Resident Parking Requests.

In on-going effort, install or adjust on-street parking as requested. SDOT routinely
receives requests from individual businesses and residents, as well as from
neighborhood plans and other community planning efforts, and implements curb space
changes when technical and policy considerations are met. Consider developing
integrated customer service system to facilitate request-making and response.

P7. Install Additional Arterial Parking Restrictions to Improve
Safety, Mobility and Access.

Use established evaluation factors to develop and implement new arterial parking
restrictions to improve safety, mobility, and access along Seattle’s arterial street
network. The City Traffic Engineer has the authority to remove or restrict on-street
parking when safety or operational problems are identified. The City is not required to
replace on-street parking removed from the City’s right-of-way. This strategy entails
developing a list of potential arterial parking restrictions based on factors below and the
proposed Urban Village Transit Network. The following evaluation factors were
developed in 2002 in conjunction with the Aurora Bus Rapid Transit project to provide
a process for deliberating whether to install new or remove existing corridor-length
arterial parking restrictions:
• Transit: degree to which transit speed and reliability are impacted by arterial conges-

tion, how frequently transit uses the corridor, and whether the arterial is designated
as a major transit route.

• Traffic: whether arterial is approaching carrying capacity without use of the capac-
ity provided by a curb lane.

• Parking: degree of utilization of parking lane
• Pedestrians: extent of necessary buffer provided by on-street parking
• Businesses: availability of alternatives for customer access and loading
• Adjacent land uses: current and future market potential for transit and vehicle traffic

along arterial

P8. Increase Parking Enforcement Resources.

Increase parking enforcement resources, as recommended by the Seattle Parking
Management Study (2002), to provide citywide enforcement of all on-street parking
regulations to encourage voluntary compliance. Seattle Police Department’s Parking
Enforcement Unit is responsible for enforcing all parking regulations within the Seattle
city limits and on City property. The Parking Enforcement Unit also cites abandoned
cars and supports police officers in identifying stolen vehicles. During special events or
incidents, such as parades, sporting events, accident scenes, and emergencies, parking
enforcement officers provide traffic control to maintain mobility and access. As on-
street parking regulations are expanded throughout the city, additional enforcement
resources are necessary to ensure parking turnover in business districts and to monitor
residential parking zoned areas.

Examples of programmatic work to be accomplished are as follows:
• Complete replacement of the Parking Enforcement Unit’s hand-held technology

(ticket-generating machines)
• Review parking enforcement staffing allocations and distribution across the city,

including evaluating service territories and impacts of pay stations, additional paid
parking areas, and the other parking recommendations of this chapter

• Consider new vehicle license plate recognition technology
• Evaluate potential improvements to customer service efforts for abandoned vehicles
• Consider a bicycle patrol for the Parking Enforcement Unit
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• Consider various scofflaw tools, as discussed in the Seattle Parking Management Study

P9. Address Parking Impacts of Major Transportation Capital Projects.

Address on-street parking impacts and potential mitigation as major transportation capital
projects —the Alaskan Way Viaduct (AWV) project, Sound Transit, Monorail and others—
continue to be developed. In 2008-2010 or within the year before rail transit systems open,
work with rail transit agencies and station area stakeholders to develop hide-and-ride
parking mitigation programs, including parking studies and analysis around light rail and
monorail stations. In an on-going effort, with Alaskan Way Viaduct partner agencies,
determine how to address short-term parking supply in Pioneer Square and Central
Waterfront during and after the project construction.

P10. Regularly Review Off-Street Parking Regulations.

Monitor off-street parking regulations to ensure that an appropriate amount of parking
supply is provided to strengthen urban villages. The Land Use Code and the State
Environmental Policy Act (SEPA) parking policies are the City’s principal tools for
management of off-street parking. Overall, the City’s parking requirements were found to
be higher than parking demand, based on parking analysis completed in the Comprehensive
Neighborhood Parking Study (2000) and other parking analysis. In 2004, the Department of
Planning and Development has undertaken a comprehensive review of the commercial
code, including the appropriate parking requirements and related regulations.

P11. Develop and Maintain an On- and Off-Street Parking Inventory.

Develop a scope, schedule, and budget and start implementing a GIS parking inventory
project. As recommended by the Seattle Parking Management Study (2002), create a
public on- and off-street parking database system designed to:
• answer routine operational parking questions
• provide existing baseline conditions and future parking plans for SDOT and other

planning efforts
• support internal decisions and external communications for pay station and other parking

projects
• help allocate parking enforcement resources

P12. Coordinate or Consolidate On-Street Parking Management,
Enforcement and Other Parking Functions.

As recommended by the Seattle Parking Management Study (2002), define and implement
efforts to better coordinate or consolidate the many on- and off-street parking functions
within City government. The Seattle Parking Management Study looked at strategies for
how the City of Seattle might improve communication, decision-making and efficiencies of
parking management.

P13. Evaluate Neighborhood Parking Facility Proposals.

Consider, within available resources, new funding proposals for neighborhood public parking
facilities that support short-term visitor and customer parking and/or residential car storage.
This strategy reiterates Resolution 30369 that the City will not consider funding proposals
for long-term commuter parking or park-and-ride facilities. Additionally, the City generally
will not consider funding requests that involve the City making a monetary contribution
toward ongoing operating and maintenance costs. The City will give higher attention to
proposed facilities that incorporate or support pedestrian, multimodal, and urban design
components, such as: mixed use; increased density; supportive land use regulations;
connections to other elements of the City’s transportation system; bicycle parking; shared
auto parking; and/or carsharing and carpool parking spaces.

CHAPTER 3.0: PLAN ELEMENTS
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P14. Publicize the City’s Parking Programs, Rules and Regulations.

Continue to provide information, through the SDOT web page and published materials,
about Seattle’s parking rules. The purposes of the public information are to help people
know how to park legally, thus avoiding getting a ticket or towed, and to keep the public
informed of parking initiatives.

Examples of implementation activities area as follows:
• Create an educational program to highlight existing City laws about on-street parking,

including not allowing meter-feeding. Add signage or other information on the street
informing parkers about the no-meter feeding and having to move one’s vehicle after
time has expired.

• Regularly update the City’s web site for parking rules, regulations and projects, pro-
grams, services. An example could include a Seattle version of “10 ways to avoid getting
a parking ticket by parking legally.”

• In 2005, update the Department’s “Green Guide” about parking in Seattle.
• Help neighborhood organizations produce parking/transportation information tools

tailored to their area.
• Prepare public service announcements (PSAs) to air on television, radio and print media

on Seattle’s parking regulations. Consider advertisements on Seattle bus transit routes.

P15. Ensure Effective Reservation System for On-Street Parking.

Use meter hoods and other related reservation systems so that paid parking spaces can be
reserved or temporary “no parking” areas can be installed. On a daily basis, certain
metered spaces are made unavailable to the general public due to the use of those spaces
as service parking by private utilities and other building service providers. Other temporary
“no parking” areas are installed for construction activities and special events (e.g., a
parade). The pay station program has required changes to the City’s meter hood
reservation system because meter heads are no longer always available at each space.
Based on information about the City’s existing practices and research into other
jurisdictions, the following changes to the City of Seattle’s service parking policies and
practices are recommended:
• Continue to evaluate the system for parking space reservations with the pay station

project
• Maintain the annual fee for blue service hoods at a full recovery rate of potential lost

meter revenue to reduce abuse.
• Review the hood allocation process to ensure fair access by service companies.
• Maintain charges related to red/yellow hoods to account for inflation and the potential

lost meter revenue.
• Increase the penalties for misuse of meter hoods. Consider revoking the hood after

three infractions for misuse.
• Increase the number of commercial vehicle enforcement officers who enforce meter

hoods, or involve PEOs in the enforcement of meter hoods.

P16. Document and Refine Curbspace Designation Policies and
Procedures.

Document the current installation practices for curbspace use by taxi, valet, car-sharing,
carpool, vanpool, and vanshare activities. Develop guidelines for assigning curbspace for
these uses that assist the department in determining the best use of curbspace in areas
where there is high demand, competing uses, and in light of other department goals and
policies.  This action was recommended by the Seattle Parking Management Study (2002).
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3.4  Promoting the Economy:
Moving Goods and Services
The transport of goods and services is
critical to Seattle’s and the region’s eco-
nomic development. As the state’s largest
metropolitan area and as a major port
and trade gateway, Seattle’s businesses
and industries rely on truck, rail, marine,
and air transport. Goals and policies in the
Transportation, Economic Development
and the Neighborhood Planning Elements
of the Comprehensive Plan support
existing businesses and industries and
promote Seattle as a place for economic
expansion.

Comprehensive Plan Goals and
Policies
The following goals and policies in the Transportation Element, and those in the
Economic Development Element of the Comprehensive Plan, support existing
businesses and industries and freight mobility.

TG19 Preserve and improve mobility and access for the transport of goods
and services.

TG20 Maintain Seattle as the hub for regional goods movement and as a
gateway to national and international suppliers and markets.

T50 Maintain a forum for the freight community to advise the City and other
entities on an ongoing basis on topics of land-based freight
transportation facility modifications and enhancements.  Coordinate the
review of potential operational changes, capital projects and regulations
that may impact freight movement.  Participate and advocate Seattle’s
interests in regional and state forums.

T51 Recognize the importance of the freight network to the city’s economic
health when making decisions that affect Major Truck streets as well as
other parts of the region’s roadway system.

T52 Support efficient and safe movement of goods by rail where appropriate.
Promote continued operation of freight rail lines and intermodal yards
that serve industrial properties and the transport of goods.   Improve
the safety and operational conditions for freight rail transport at the rail
track crossings within city streets.

T53 Promote an intermodal freight transportation strategy, including rail,
truck, air and water transport and advocate for improved freight and
goods movement.  Work toward improved multi-modal connections
among rail yards, industrial areas, airports, and regional roadways

T54 Consider the needs for local delivery and collection of goods at
businesses by truck when making street operational decisions and when
developing and implementing projects and programs for highways,
streets, and bridges.
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Truck, rail and marine freight mobility are all critical to Seattle’s and the
region’s economy.



100 CITY OF SEATTLE TRANSPORTATION STRATEGIC PLAN, 2004 UPDATE

In addition to broad City-wide goals and polices, some of the Neighborhood
Planning Element goals and policies for Seattle’s two designated manufacturing/
industrial centers, the Ballard Interbay Northend Manufacturing/Industrial Center
(BINMIC) and the Greater Duwamish Manufacturing/Industrial Center, provide
area-specific statements regarding freight mobility.

BINMIC Goals and Policies

BI-G4 Strive to maintain and enhance intermodal (barge, ship, rail and
truck) connections.

BI-P14 Where practical and appropriate, separate mainline rail traffic
from surface street traffic by designing and constructing
bridgesto improve safety for motorized and non-motorized
transportation.

BI-P17 Support separation of mainline rail traffic from surface street
traffic by designing and constructing bridges, where feasible, to
improve safety for motorized and non-motorized transportation.

Greater Duwamish Goals and Policies

GD-P14 Maintain shore-side freight access to and from the waterway.

GD-P29 Strive to maintain waterborne and roadway access to seaport
 facilities.

GD-P30 Strive to maintain access for air cargo to the King County
 International Airport.

GD-P34 Recognize the importance of intermodal connections for the
movement of freight between the state highway system, rail
yards, barge terminals, Port terminals, airports and warehouse/
distribution centers.

GD-P37 Consider setting speed limits for trains high enough to limit the
 length of time trains block streets at grade crossings.

GD-P38 Encourage railroad operations in which switching and signals
enhance the speed and reliability for passenger and freight trains.

Strategies for Moving Goods and
Services

This section includes strategies that offer
direction so that SDOT can support the
efficient movement of goods and services. In
November 2002, SDOT prepared the City’s
first Freight Mobility Strategic Action Plan.
That plan presented a list of actions to be
implemented by the various SDOT divisions,
including railroad grade separations, truck guide
signing, street improvements for the benefit of
trucks and other modes, and ongoing
communication with the Seattle freight
community via the Seattle Freight Mobility
Advisory Committee and other outreach.
SDOT staff updated the Action Plan in 2004 to
reflect changes in the freight program; new

This wayfinding sign provides guidance to truckers making deliveries in the
Duwamish Industrial Area, one of Seattle’s Manufacturing and Industrial
Centers.
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actions to be done in 2004 in coordination with the freight community; and 2003
accomplishments. Future annual updates to the Freight Mobility Action Plan will be
organized by the six overall Transportation Strategy Plan strategies and sub-strategies
listed below.

GS1.  Maintain a Street and Highway Network for Trucks.

GS1.1. Define and Map a Street Classification to Accommodate
Significant Freight Movement within Seattle.

The TSP “Making the Best Use of the Streets We Have to Move People, Goods and
Services” section defines a street classification system to guide the design and
operation of the City’s street system, including for significant freight movement.
Monitor these streets and other arterials and make operating, design, access and/or
service changes, as well as capital investments, to accommodate trucks and to
preserve and improve commercial transportation mobility.

GS1.2. Address Site-Specific Obstacles to Truck Movement.

Institutionalize an annual truck spot improvement program to address restrictive
conditions that may exist on major freight corridors to enhance the ability of trucks to
operate on the existing streets. Improvements that support truck movement include:
• increasing curb radii on critical corners
• removing on-street parking in key locations
• relocating utility poles that are too close to the curb
• installing signage (street name designation and truck directional signing)
• providing truck queue lanes/holding lanes at major terminal access points
• revising intersection signal control to assist truck turning movements that now

typically require a long wait for an adequate traffic gap

SDOT maintains and augments an inventory of known site-specific obstacles to truck
movement on major truck streets to help with prioritization as funding becomes
available or for consideration in design of already funded projects.

GS1.3. Design Standards for Oversized Vehicles.

As is characteristic of the historic development of Seattle, many City streets were not
designed to current standards. Aging infrastructure has also taken its toll on street
conditions. Implementing street changes for freight will be an incremental process of
improving the physical environment as opportunities and funding permit. Trucking
operators have expressed concern that the City’s existing street design standards are
not adequate for the larger and heavier trucks that are prevalent today. The City will
continue to review current standards and modify them to ensure that when arterials—
especially Major Truck Streets (see Figure 25: Major Truck Streets)—are redesigned
and rebuilt, they are better able to accommodate truck movements, in coordination with
other street use needs.

However, there will continue to be many locations on the Seattle street system where
large trucks will not be able to travel. Where space is extremely constrained, other
options will need to be considered. For example, in neighborhood business districts with
limited street space, consideration will be given to encourage smaller truck usage to
allow local access to constrained curbside loading areas.

In addition to identifying a street classification for major freight movement, the City of
Seattle has a program to accommodate the movement of overlegal vehicles within and
through the city. Overlegal vehicles are those that are over length, over width, over
height or over weight. Examples are the shipment of Boeing airplane tail assemblies,
large cranes, and houses. On a regular basis, the SDOT Commercial Vehicle
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Enforcement officers issue permits to identify and specify identify appropriate routes
and to assist individual trips with accomplishing their journey. The standards for
oversized and overlegal vehicles are being revised as part of the Right-of-Way
Improvements Manual update.

GS1.4.  Improve Pavement Conditions on All Routes Used for Truck
Access.

Use the street classification designation for freight movement as one of the criteria for
determining paving priorities. Roadway surface conditions are also an important factor
for truck mobility and access. Truck access routes tend to deteriorate more quickly
than other streets because they carry heavier loads and higher volumes.

Some of Seattle’s most important local industrial streets were never formally designed
or constructed to city standards. Streets that were never designed for heavy industrial
traffic are providing important lifelines for freight and commerce. SDOT makes spot
repairs to these streets as necessary to keep commerce moving, but it never has had
the funds to reconstruct, improve, or even to perform preventive maintenance on its
local industrial streets. The problem of local industrial street maintenance is especially
severe in the industrial areas of South Downtown, Georgetown and South Park, where
the number and weight of industrial vehicles greatly exceeds the capacity of the local
industrial streets.

To help address this need, since 2000, SDOT has set aside a portion of its maintenance
funds as a match for small, local paving projects that are suggested and supported by
local businesses and property owners. In several instances, the local businesses have
coordinated their efforts through a non-governmental, community-based organization,
which has applied for additional city matching funds from the Department of
Neighborhoods. The addition of the Department of Neighborhoods to the partnerships
has increased the amount of public money available for the projects, and
correspondingly reduced the sum that the businesses have had to contribute. SDOT
strongly encourages community participation in the Paving Partnership Program.

GS1.5.  Pursue Grade Separation of Key Truck Streets at Heavily
Used Railroad Crossings.

Rail crossings on heavily used truck routes are difficult obstacles for truck movement,
especially in the South Downtown area and at Broad Street along the North
Waterfront where the BNSF mainline railroad, Amtrak and Sounder commuter rail
traverse the area. Grade separations are the most effective way to eliminate these
conflicts and implementing a program of grade separations is one of the City’s highest

freight mobility priorities. Railroad operations
also greatly benefit by having a grade
separation. These overcrossings or
undercrossings are extremely expensive and
are justifiable only where there is significant
traffic on both the truck route and the rail
line.

Grade separations could significantly reduce
the typical 8-11 minute delays encountered at
current at-grade rail/street crossings of the
rail mainline tracks. There are approximately
70 train movements per day across the east/
west arterial streets in the Duwamish area.
These train volumes and associated traffic
delay are expected to increase in the future.
The City has developed a list of potential
grade separation projects based on the
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Greater Duwamish Manufacturing and Industrial Center Plan and the Access
Duwamish Freight Mobility Implementation Plan. The most recent completed grade
separation projects are at Atlantic Street (SR 519, Phase I where the elevated
intersection connects to Interstate 90) which was opened in November 2003 in the
Duwamish, and the 2001 completion of the Galer Street Flyover in Interbay. Five other
projects are currently in various phases of planning and implementation. Project
implementation is dependent on obtaining full project funding from the partners and the
associated City fund sources.

GS1.6. Minimize Conflicts Between Trucks and Other Transportation
Modes.

There are a number of basic conflicts between medium to heavy truck traffic and other
motorized, non-motorized, and pedestrian modes of transportation that the City continually
needs to evaluate and address. Possible solutions might include identifying alternative
routes, developing separate facilities, and clarifying priorities for specific locations.

GS2.  Support Rail Enhancements That Improve Mainline Operations
and Critical Non-mainline Connections that Serve Industrial
Properties and Goods Transport.

Efficiently moving containerized cargo shipments is critical to maintaining a healthy, vital
economy in the Puget Sound Region. Container freight movement is increasing, especially
by rail, for destinations in the Midwest and beyond. Rail is an essential and efficient
option for moving freight and goods and provides an alternative to trucks for many
industrial and manufacturing businesses. The increasing use of shipping containers on rail
is straining the throughput capacity of the region’s railroads. Seattle provides an operating
environment for three railroads: both the BNSF and Union Pacific railroad have mainline
tracks in the city. A third short line railroad, the Ballard Terminal Railroad, provides
connections between the BNSF mainline and the Ballard Industrial area north of the Ship
Canal. The Duwamish Industrial Center contains several intermodal rail yards, including
the BNSF Seattle International Gateway (SIG) Yard and the Union Pacific Argo Yard.
BNSF operates a major maintenance locomotive facility in the Interbay industrial. Both
freight and passenger train volumes are projected to increase through the city.

Beyond freight mobility, rail is also an increasingly attractive option for commuters,
evidenced by the early success of Sound Transit’s Sounder line between Tacoma and
Seattle. Extension of service to Everett began in late 2003 with increased service planned
in the future. All of this activity strains the operational efficiency of mainline rail/street
crossings in the Duwamish and in the north-end of the central waterfront.

Some railroad crossing locations are adjacent to signalized arterial intersections and
present potential conflicts between modes. Improved signal interconnects
(communications between control equipment) which coordinate rail and street traffic can
reduce safety problems (stopping or redirecting traffic before it reaches the rail crossing).
Interactive traffic signs can provide information about waiting times and redirect roadway
traffic from closed rail crossings.

Technology improvements will be applied on an ongoing basis to the City’s inventory of
traffic signals, signage, and other devices. Such Intelligent Transportation System (ITS)
efforts can often be implemented on a quicker timeframe than more capital-intensive
projects, providing interim freight mobility relief until the larger, longer-term projects come
to fruition.

GS3.  Improve Freight Access to Manufacturing and Industrial Areas.

A healthy transportation infrastructure is essential to Seattle’s manufacturing and
industrial areas. Reliable, direct connections to water, rail, airport and truck facilities are
important to an array of existing businesses, and our region’s ability to attract new
businesses. Due to the nature of these businesses, truck volumes and frequencies are
CHAPTER 3.0: PLAN ELEMENTS
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higher here than in other areas of the City, and truck access is of paramount
importance.

To protect and improve freight access to manufacturing and industrial areas, the City
should develop strategies that address the following themes:
• Preserve good ground transportation access to manufacturing and industrial sites

served by freight carriers and their supportive facilities (rail, airport and marine).
• Improve directional signage between manufacturing and industrial areas and the

regional highway system.
• Improve and protect the utility of Major Truck Streets to and from manufacturing

and industrial areas.
• Facilitate efficient movement of goods within the manufacturing and industrial areas.

• Include local business access during construction planning in the major capital
project plan process in the industrial areas.

• Where safe and appropriate, allow loading and maneuvering of trucks on non-
arterial access streets in industrial areas.

• Improve pavement conditions on industrial arterial access streets within manufactur-
ing and industrial areas.

GS3.1 Define and Map a Street Type to Support Freight Access to
Manufacuturing and Industrial Areas.

The “Making the Best Use of the Streets We Have to Move People, Goods and
Services” section defines a street overlay network to guide street use and design
features that support adjacent land uses. This overlay network includes a street type
for manufacturing and industrial areas to address freight access.

GS4. Support Access to Container and Cargo Terminals.

Continue to work with the Port of Seattle and other marine interests to implement
transportation and access projects that support continued growth at container and
cargo terminals. This includes joint City and Port efforts to implement the Port’s
Container Terminal Access Study recommendations.

The Port of Seattle is one of the largest West Coast cargo centers, serving as the entry
and exit point for marine cargo to and from the Pacific Rim and Alaska. The Port of
Seattle’s seaport is made up of 1,414 acres of waterfront land and nearby properties.
Nearly 800 acres of the Port’s seaport is dedicated to container terminal operations
and cargo handling. Future container volumes are forecasted to increase. Most of the
freight is shipped through the Port by intermodal containers that are transferred to or
from railcars or trucks on the dock. Terminals 5 and 18 include on-dock rail facilities.
Some of the containers are shuttled by truck (called “drayed”) between BNSF and
UPRR intermodal yards. At the intermodal yards, containers are transferred to and
from railcars. Therefore, both truck and rail transport are an important part of moving
cargo to and from Port terminal.

GS5.  Facilitate Efficient Retail and Office Goods Delivery.

GS5.1. Improve Freight-Dependent Business Site Access Through
Management of Curbspace and Alleys.

Continue to work with business district representatives and individual businesses to
install commercial and passenger load zones where appropriate.

GS5.2. Develop and Implement Goods Delivery Strategies.

The everyday delivery of goods and services purchased by the general public,
businesses and government is critical to our economy’s success. Explore strategies that
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address issues of goods delivery and managing operational impacts on adjacent land
uses, including:
• Allow after-hour truck access on certain streets.
• Balance the needs for loading zones with other curb use needs.
• Ensure workable truck access and adequate loading berths in the design of new

buildings in conjunction with the Department of Planning and Development review
practices.

• Retain alleys and ensure they work efficiently for goods delivery.
• Provide and encourage the provision of suitable truck layover areas during those

periods of time when trucks are restricted from entering certain urban centers.
• Ensure that loading zones are reserved for freight loading and unloading as intended

with appropriate levels of enforcement.

Given the historic development of Seattle’s street network and land use pattern, limited
right-of-way and competing uses, it is difficult and sometimes impossible to
accommodate all sizes of delivery and service trucks in some established areas of the
city. In such cases, the operating environment will require use of smaller trucks to
make those deliveries of goods and services. To better manage the negative impacts
that goods delivery may have in adjacent residential areas, the City should consider the
following:
• Support use of smaller trucks within neighborhood commercial districts.
• Restrict hours of operation for large trucks in neighborhood commercial and residen-

tial areas, similar to the current practice with the Seattle Central Business District.

GS6. Freight Mobility Coordination and Implementation.

Long-term freight mobility solutions such as railroad grade separations at track and
street crossings are expensive and often involve complex funding partnerships with
public and private parties including the Federal government, State, Port of Seattle, King
County, and Burlington Northern Santa Fe, and Union Pacific Railroads. These
challenges are currently exacerbated by struggling national and regional
economies. In an environment of significant local, regional, and state budget
reductions, finding funding for projects that would provide the greatest relief is a
challenge.

Important forums for creating these funding partnerships for freight include the
FAST Corridor program, the state’s Freight Mobility Strategic Investment Board,
and the Regional Freight Mobility Roundtable. The FAST Program (Freight Action
Strategy for Everett-Seattle-Tacoma) is a nationally recognized leader in delivering
transportation improvements for freight mobility. Since 1996, the FAST partnership
has studied freight movement via rails, roads and shipping ports to develop projects
that move freight more efficiently and increase safety for cars, trucks and trains.
FAST identified 15 top priority projects from Everett to Tacoma for phase I: seven
projects are complete. More FAST phase I and II projects are in the pipeline for
2004 and 2005.

The Freight Mobility Strategic Investment Board (FMSIB) was created in 1998
when the State Legislature created RCW Chapter 47.06A, Freight Mobility and
the Board, for the purpose of reviewing, prioritizing, and recommending freight
mobility transportation projects that are of strategic importance to the State of
Washington. Their recommendations are presented to the Governor and the
Legislature to provide a basis for project prioritization and funding allocations.
SDOT will continue to work with FMSIB, and the Washington State Department
of Transportation through the update to the State Transportation Plan, and will
work with other local partners to articulate Seattle’s freight mobility priorities.
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Freight Mobility Strategic Action
Plan.



106 CITY OF SEATTLE TRANSPORTATION STRATEGIC PLAN, 2004 UPDATE

The Regional Freight Mobility Roundtable is a public-private forum sponsored by the
Puget Sound Regional Council to define and recommend actions serving freight
mobility needs in and through central Puget Sound. Private sector participants include
rail, marine, air cargo and trucking carriers, and shippers such as Boeing and
Weyerhaeuser. Public sector participants include local governments, the ports of
Seattle, Tacoma and Everett, state agencies, and federal agencies within the U.S.
Department of Transportation (including rail, highway, maritime), and the Department
of Defense. The Roundtable is consulted by the FAST Program and provides input
into regional and state transportation plans.

SDOT regularly participates in these forums to elevate support and advocate timely
funding for Seattle area freight mobility needs. State and federal funding processes
assign greater priority to project applications which offer private funding participation.
SDOT encourages private funding partnerships where projects benefit the freight
community.

Despite funding uncertainty, SDOT has been able to identify a number of actions that
can be accomplished either within existing resources or at a relatively low cost. It is
important that SDOT lose neither the vision of Seattle’s long-term infrastructure
needs nor the urgency to make near-term progress on efforts to more efficiently
move freight and goods through our transportation system.

GS6.1.  Build Arterial Street Projects to Benefit Freight.

The City’s Capital Improvement Program (CIP) has programmed projects to benefit
freight. Project schedules and budgets occasionally change due to design changes and
funding availability. These changes are reflected in the subsequent year’s CIP. The
annual Freight Mobility Strategic Action Plan identifies current CIP projects that
benefit freight.

GS6.2. Make Traffic Engineering and Technology Improvements for
Freight.

Better management of streets through traffic engineering and the application of
technology advances can make more efficient use of our street and signal system
resources. These technology solutions are called Intelligent Transportation Systems
(ITS). ITS is the application of state-of-the-art traffic management, communications
and data technologies to provide a sophisticated set of tools to address the
transportation mobility and safety needs faced by the driving public. Seattle has a
very proactive traffic technology program. Traffic control computers are being
upgraded annually. There currently are 19 traffic surveillance cameras providing
traffic information to the public via web images. The new Traffic Management
Center was put on line in 2003. Traffic data and camera images are collected; traffic
control changes are made to the system; the traffic information is provide to the State
and general public via web images. SDOT is planning on implementing more
improvements as funding is available.

GS6.3. Maintain the Freight Mobility Advisory Committee.

In October 2002, the Seattle Freight Mobility Advisory Committee, co-sponsored by
SDOT and the Seattle Manufacturing Industrial Council (MIC), was formed to
provide a regular forum for communication with City staff and other agencies. This
Committee was established to provide a forum for giving input on projects and
programs of interest to the freight community and to exchange information. SDOT
looks to the citywide freight committee to represent the interest of various freight
transportation providers and operators (including the modes of truck, rail and marine
transport), and to reflect the interests of constituents both in the north and south
industrial areas of the City. The Committee meets on a monthly basis at the MIC
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offices located in Georgetown to encourage freight community attendance and
participation.

GS6.4. Develop Funding Partnerships to Promote Projects that
Benefit Freight.

SDOT regularly participates in several regional forums to elevate support and advocate
for timely funding for the Seattle area’s freight mobility needs.

GS6.5. Improve Communication Tools for Construction-Related
Traffic Impacts for Freight Mobility and Access.

Construction activity and major events can present an obstacle to accessing businesses
and freight destinations. Given the multiple private and public parties doing construction
Seattle’s right-of-way, effective, ongoing coordination is a necessity. To better manage
congestion, SDOT coordinates with the WSDOT on major maintenance and roadway
improvement projects scheduled each year in and adjacent to Seattle.

Parallel to this activity, SDOT is continuously refining departmental business practices
to coordinate street work and potential disruption via the Street Use permit process and
coordination with the Department of Planning and Development. This requires
cooperation on construction decisions, and subsequently, effective sharing of
construction schedule and traffic information to affected parties.

Timely notification of these activities can assist freight operators in planning for
alternative routes. Currently, SDOT participates in several programs to notify the
freight community of construction-related traffic changes. This includes South
Downtown (SODO) email alerts using the SODO Association’s electronic mailing list.
SDOT also provides project input to the Port of Seattle’s “Truckers Guide” – a handy
template for route planning. Finally, information of the status of major projects is
maintained on the SDOT web site.
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This truck is transporting a container from one of the Port of Seattle terminals.
Freight being shipped through Seattle will typically make one or more
intermodal connections between the Port’s terminals, the regional and
statewide highway network and intermodal railroad yards.
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3.5  Improving the Environment
The compact, walkable land uses encouraged by the Urban Village strategy
contribute to healthy, urban environments and neighborhood livability. Increased
transit use, walking, and bicycling are transportation actions that support urban
village land use patterns. Well-designed and maintained streets that support
travel by all modes are also part of a healthy urban environment. Conversely,
increased trips by motor vehicles, increased travel time, congestion, and longer
trips all contribute to deteriorating environmental quality. Environmental degrada-
tion resulting from over reliance on the car includes deterioration of air quality,
increased water pollution through street and stormwater runoff, and higher levels
of noise pollution. Policies and strategies in the Comprehensive Plan Transporta-
tion Element and elsewhere in the TSP that reduce car use, support transit, and
encourage walking and bicycling are all key to reducing transportation-related
environmental impacts.

Comprehensive Plan Goals and Policies

TG21 Promote healthy neighborhoods with a transportation system that
protects and improves environmental quality.

TG22 Reduce or mitigate air, water, and
noise pollution from motor vehicles.

TG23 Promote energy-efficient
transportation.

T55 Design and operate streets to
promote healthy urban
environments while keeping safety,
accessibility and aesthetics in
balance.

T56 Implement an environmental
management system to develop,
operate and maintain a safe and
reliable transportation system in a
manner that reduces the
environmental impacts of City
operations and services.

T57 Identify, evaluate, and mitigate environmental impacts of transportation
investments and operating decisions (including impacts on air and water
quality, noise, environmentally critical areas and endangered species).
Pursue transportation projects, programs, and investment strategies
consistent with noise reduction, air quality improvement, protection of
critical areas and endangered species, and water quality improvement
objectives.

T58 Coordinate with other city, county, regional, state, and federal agencies
to pursue opportunities for air and water quality improvement, street and
stormwater runoff prevention, and noise reduction.

T59 Continue to work to reduce fuel use and promote the use of alternative
fuels.

Seattle’s tree canopy is a significant investment that provides tremendous
environmental and aesthetic benefits.
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 Strategies for Improving the Environment

This section includes strategies that offer direction so that SDOT can help manage and
improve the Puget Sound environment. To do this, the Department must incorporate
environmental considerations into every decision to effect a dramatic change in our
environment, our neighborhoods and public health. SDOT is currently working on many
programs and projects to implement this principle.

SDOT staff recognizes that although environmental excellence and sustainability are the
ultimate objective, competing priorities and budget constraints often result in solutions
that focus on ensuring  compliance with environmental regulations. The strategies below
are grouped into two themes: 1) Sustainable Design; 2) Accomplishing Our
Environmental Mission.

The following strategies provide a framework for the activities they are currently
involved in as well as those that they hope to accomplish in the future.

E1. Incorporate Elements of Sustainable Design into Major and
Capital Projects.

SDOT leads or participates in a number of transportation projects, many of which are
considered major projects that deliver both local and regional benefits. In order to
ensure that these projects include elements of sustainable design, SDOT staff
participate in project teams and provide direction on environmental issues as well as
support sustainable design features that may be appropriate.

E1.1. Participate on City or Regional Major and Capital Project
Teams.

In implementing the Mayor’s Environmental Action Agenda in incorporating sustainable
design in major projects, SDOT’s environmental team represents the Department and
the City to ensure that transportation projects and planning initiatives incorporate
sustainable design elements. Staff from SDOT’s environmental team currently
participate in the following project teams:
• Alaska Way Viaduct/Seawall Repair Project
• Waterfront Planning
• South Lake Union
• Fremont Bridge Approaches (Working towards LEED’s Certification for the bridge

maintenance building)
• Magnolia Bridge
• Northgate Coordinated Transportation Investment Plan (CTIP)
• Monorail
• Streetcar
• Mercer Corridor
• SR-520
• Washington State Ferries Pier 48 Project
• Sound Transit Light Rail

E1.2. Participate in and Contribute to the City’s Sustainability.

The Sustainable Infrastructure Initiative is part of the Green Building Initiative
developed to incorporate the concepts of sustainable design for public infrastructures,
including roads, drainage, street lighting, and other services. The Initiative is targeting
work in the following priority areas:
• Coordinate: Use existing interdepartmental processes to link and coordinate relevant

infrastructure projects and processes.
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• Map and inventory: Summarize existing CIP and infrastructure enhancement needs
and the scheduled and proposed infrastructure projects.

• Life-cycle cost assessment: Standardize methods for determining total cost of
ownership.

• Executive direction: Create an Executive Policy that provides a context for and
guidance to these efforts.

• LEED-like system for sustainable infrastructure: Convene key jurisdictions to
partner in developing a shared regional benchmarking tool.

SDOT staff are coordinating the Sustainable Infrastructure Initiative throughout the
department and also provide an department liaison to the Office of Sustainability and
Environment, who leads this initiative.

E1.3. Add Environmental Procedures and Design Criteria to the
Right-of-Way Improvement Manual.

SDOT is responsible for permitting work done within Seattle’s street rights-of-way.
The procedures and design requirements that apply to work in the right-of-way are
defined in the Street Improvement Manual which is currently being updated and will be
renamed the Right-of-Way Improvement Manual. Staff are active participants in this
effort to define environmental requirements, procedures, and design criteria that apply
to construction in the right-of-way. They are updating existing chapters on
environmental procedures for work in Seattle’s rights-of-way and identifying permit
requirements for all projects requiring environmental review.

E1.4. Recognize Context Sensitive Solutions.

Context Sensitive Solutions is a model for transportation project development that
recognizes that a proposed transportation project must be planned not only for its
physical aspects as a facility serving specific transportation objectives, but also for its
effects on the aesthetic, social, economic and environmental values, needs, constraints
and opportunities within the community. The Federal and State Departments of
Transportation endorse the Context Sensitive Solutions approach for all projects, large
and small, from early planning through construction and eventual operation.

SDOT has approached project development from a context sensitive approach for
many years, especially with the City’s emphasis on neighborhood planning. SDOT
staff conduct context analysis during pre-design stage of transportation projects and

use as input to the design process. There is a
high value placed on seeking consensus for
transportation projects in order to support
neighborhood goals, and improve project
delivery to make the best use of public
dollars.

E.2. Accomplishing Our
Environmental Mission.

One of SDOT’s goals is to be a leader in all of
the following areas of environmental
protection and enhancement.

E2.1. Develop and Implement an
Environmental Management System
(EMS).

Continue to manage the development and
implementation of SDOT’s EMS as part ofSDOT strives to protect, and where possible, enhance Seattle’s natural areas.



111Attachment  A

the Mayor’s Environmental Action Agenda . The EMS enables SDOT to take a
systematic approach to accomplishing the department’s environmental mission. This
program assists the department more effectively  manage the environmental “aspects
and impacts” of the City’s transportation work. Through the EMS process, SDOT
regularly reports on environmental performance to fulfill the intent of the Mayor’s
Environmental Action Agenda. The EMS also sets forth a set of issue specific policies
and procedures that will provide minimum standards for City operations and that will
clarify roles and responsibilities for all departments.

E2.2. Achieve Regulatory Compliance.

Provide a resource for the entire department and the City to ensure compliance with all
applicable environmental regulations (e.g., State Environmental Policy Act,
environmental critical areas regulations, air quality, stormwater management, and
Endangered Species Act). Specific staff actions are as follows:
• Ensure all SDOT capital projects for compliance with regulations.
• Ensure all regional major transportation projects comply with regulations.
• Coordinate SEPA review of SDOT projects and private development projects.
• Coordinate Department Due Diligence procedures for capital projects and work

within the ROW.
• Prepare procedures manuals for SDOT staff on the steps projects need to take in

order to comply with environmental regulations.
• Facilitate discussion on stormwater management issues.

• Coordinate the Department’s response to the Mayor’s Environmental Action
Agenda, and Restore Our Waters Initiative.

E2.3. Cooperative Efforts with Other City Departments.

Work cooperatively with other City departments to achieve environmental excellence.
Current activities include developing policy with other City staff as part of the following
teams: the Environmental Coordinating Committee; Critical Areas Evaluation Team;
City Salmon Team; City Science Team; Erosion and Sediment Control. Specific
projects include  natural drainage systems with SPU and DPD, managing
contamination in the right of way, implementation of the City’s Comprehensive
Drainage Plan, and efforts to improve air quality such as fleet emissions monitoring and
procurement of hybrid/electric vehicles.

SDOT staff are leading the City in coordination of construction erosion and sediment
control training and procedures in the Stormwater Cooperative.

E2.4 Cooperative Efforts with Partner Agencies

Work with other agencies and jurisdictions to identify and implement actions that
achieve environmental excellence beyond typical compliance measures.

CHAPTER 3.0: PLAN ELEMENTS
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Protect our Infrastructure—Operations and
Maintenance
Seattle Department of Transportation operates and maintains the
City’s transportation system in a safe, efficient and cost-effective
manner. Operations refer to the active management of the
system’s performance. Ordinary maintenance consists of those
routine and regular maintenance activities whose primary function is
to allow the system to operate safely and efficiently. Major mainte-
nance consists of substantial restoration that significantly extends
the useful life of the infrastructure. The following divisions in SDOT
play a critical role in protecting Seattle’s infrastructure:

• The Traffic Management Division is responsible for traffic
control on the City’s arterial streets, pedestrian and bicycle
programs, curbspace management, traffic signals, detours
for special occasions and construction projects, parking
meters/pay stations, and management of traffic data and
accident records. It also issues Residential Parking Zone
permits, special parking arrangements and over-legal truck
permits, as well as handling commercial vehicle enforcement.

• The Street Maintenance Division is responsible for keeping
street pavement clean and in good repair. Staff sweep and
flush streets, clear away snow and ice, fill potholes, and take
care of small to medium size asphalt and concrete paving
projects. They monitor the condition of City streets and
establish repaving priorities. They also work on landslide
cleanup in conjunction with Seattle Public Utilities.

• The Bridges and Roadway Structures Section is responsible for the safe and
efficient operation and maintenance of the City’s bridge structures, staircases,
sea walls, retaining walls and other roadway structures.

Comprehensive Plan Goals and Policies
TG25 Promote the safe and efficient operation of Seattle’s transportation

system.

TG26 Preserve and renew Seattle’s transportation system.
T65 In operating the transportation system, balance the following

priorities: safety, mobility, accessibility, infrastructure preservation
 and citizen satisfaction.

T66 Maintain the transportation system to keep it operating
safely and to maximize its useful life.

T67 Repair transportation facilities before replacement is  warranted.
Replace failed facilities when replacement is more cost-effective than
continuing to repair.

Strategies for Protecting our Infrastructure—Operations and
Maintenance

This section includes strategies that provide direction for protecting Seattle’s infrastructure.
SDOT strives to get the best return on the money taxpayers have invested in the
transportation system by maintaining infrastructure so that it can operate safely, smoothly
and be in good repair. Successful operation of the transportation system helps to implement

In 2004, SDOT completed a major renovation
of University Way (aka, ‘The Ave”) in the
Universitiy District.
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the City’s Urban Village strategy by supporting mobility and access for all travel
modes.

OM1. Plan and Respond to Emergencies in the Street Rights-of-Way.

Plan for, and respond to, emergencies that impact street rights-of-way. These incidents
include, but are not limited to, winter storms, landslides and windstorms, collisions,
roadway spills, damage to roadway structures or mechanical/electrical failure of
movable bridges.

OM2. Develop and Maintain Roadway Conditions Database.

Develop and keep current a database on the condition of Seattle streets. Use the
database to estimate budget needs and develop and recommend strategies for
pavement preservation, rehabilitation and renewal.

SDOT’s Pavement Engineering and Management Section develops and maintains the
pavement management database system. This system categorizes and tracks nearly
14,000 street segments. For each segment, the system includes descriptive information,
assessment of pavement conditions, and information about the segment’s construction
and maintenance history.

OM3. Clean and Maintain Transportation Rights-of-Way.

Clean and maintain streets, alleys, stairways, walkways and un-landscaped vegetated
areas by sweeping, mowing, washing or otherwise maintaining on a regular schedule,
using the criteria of preservation of public safety and health, mobility enhancement and
promotion of economic and social vitality. SDOT also sweeps 30,000 curb-miles of
arterial streets each year, including periodic sweeping of designated bike lanes.  The
City of Seattle Bicycle Advisory Board provides periodic guidance concerning where
to sweep for bicycle safety.

In recent years, available funding for roadway maintenance activities has been
shrinking. In 2003, SDOT issued the first Pavement Conditions Report. The report
describes a rating system for pavement, assesses Seattle’s paving needs, as well as the
impact of the increasing backlog of deferred maintenance needs. The report also
defines pavement performance measures (see Chapter 5:  Performance Reporting).
An update of the Pavement Conditions Report is anticipated in 2005.

OM4.  Maintain and Preserve Green Infrastructure.

Mow or otherwise maintain landscaped areas,
including weeding, mulching, watering and
pruning trees, on a regular schedule to
preserve the City’s multi-billion dollar
investment in “green” infrastructure.
Landscape Services of the Urban Forestry
Section performs these operations on a regular
schedule, according to established criteria and
within budget constraints. In 2003, Urban
Forestry planted over 500 new trees and
pruned almost 1,600 other trees.

OM5.  Perform Maintenance on
Bridges and Other Roadway
Structures.

Perform efficient, preventative maintenance
and repair of concrete, steel, and timber
bridges, retaining walls, seawalls, stairways
and other roadway structures on a regular
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The Fremont Bridge is part of the City’s bridge inventory. It is undergoing
a major renovation beginning in 2005.
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schedule to preserve the City’s multi-billion dollar inventory of bridges and other
roadway structures.

SDOT’s Roadway Structures section implements this strategy through annual
programs in stairway rehabilitation, retaining wall repair and replacement, bridge
painting and bridge load rating. In 2003, Structures repainted one bridge, completed
over 500 separate maintenance operations, and restored three retaining walls.

OM6. Develop an Annual Maintenance and Preservation Program.

Develop an annual maintenance and preservation program with the objectives of
addressing site-specific safety issues as they arrive, respond to other current needs
within one year, and eliminate all existing deferred surface maintenance within 20
years. SDOT’s Pavement Engineering and Management Program maintains and
updates City priorities for maintenance paving and participates in the development
execution and acceptance of paving projects.

OM7. Improve Street Tree Pruning.

Reduce the street tree pruning cycle from the current 19-year cycle to a six- to seven-
year cycle, consistent with International Society of Arboricultural Standards in order to
protect the public from overgrown trees and limit tree root damage to sidewalks. The
Office of the City Arborist prunes city-owned trees in the rights-of-way.

OM8. Preserve and Maintain Traffic Control Devices.

Replace and rehabilitate traffic control devices. SDOT’s Traffic Operations section
replaces worn or damaged signs and pavement markings. In 2003, the section
replaced or maintained over 22,000 signs. In addition, 108 traffic signals were
optimized. All lane lines and school crosswalks are remarked annually, as are 70% of
other markings.

OM9.  Address Structures Maintenance Backlog.

Develop and implement plans to address the backlog of structures maintenance
requests and keep structures in good condition. SDOT’s Roadway Structures section
implements this strategy through annual programs in stairway rehabilitation, retaining
wall repair and replacement, bridge painting and bridge load rating.

OM10. Implement ITS Strategic Plan.

Through the use of new technologies in the areas of information processing,
communications, control, and electronics, Intelligent Transportation Systems (ITS) can
provide better transportation system management tools for all modes of travel, plus
improved safety and better information to help travelers make more-informed
transportation decisions. SDOT developed an ITS plan in 2002 that is managed by the
Traffic Management Division (Traffic Signal Operations). SDOT implements the
following ITS Strategies:

OM10.1. Connect Every Traffic Signal to the Traffic Management
Center.

Construct an “Enhanced” TMC (ETMC) at SDOT to fully integrate the most
innovative aspects of Seattle’s evolving ITS network. From the ETMC, staff will be
able to control everything from signalized corridors to variable message signs, and will
eventually be able to produce real-time traffic information that travelers can use to
make the best travel decisions. The Washington State Department of Transportation
already has an effective system set up for the major highways to and from Seattle.
Combining this existing information with information from the City’s ETMC will be
essential in managing Seattle’s future transportation system.

In recent years, available funding
for roadway maintenance and
new construction activities has
been shrinking.
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OM10.2. Operate All Signals at Peak Efficiency Through the Traffic
Management Center.

Identify and implement a set of signal timing plans and procedures such that motor
vehicles, pedestrians, transit, and bicyclists notice reductions in delay and travel time.
Includes the following efforts:
• Provide the appropriate number of timing plans for conditions (e.g., AM peak, PM

peak, off-peak, weekend, and other peaking characteristics)
• Provide the most efficient signal phasing
• Provide for regular signal re-timing

• Implement interconnect and coordination as appropriate
• Move to a traffic-responsive operations system
• Implement Transit Signal Priority on important transit corridors (see Transit section)

OM10.3. Provide Accurate and Timely Information to Motorists.

Provide real-time traffic information through live webcams though the City’s web site,
and by using other technologies focused on arterials streets and intersections to help
motorists make better travel decisions.

OM10.4. Implement Cost Effective Technologies that Reduce
Maintenance.

Reduce City transportation maintenance and operations costs with investments in new
technologies. These programs and projects also have environmental benefits, with
reduced energy costs. Includes:
• LED Traffic signals lamps that have ten times more lamp light than old incandescent

lights (which has already reduced SDOT field visits to replace burned-out lamps by
30 percent)

• Central signal software and Closed Circuit Television cameras to reduce the need
for staff to go out in the field to perform certain operational activities

• Automated traffic data collection to reduce costly field studies

OM10.5. Ensure Maintenance of ITS Components.

Conduct regular maintenance on traffic signal systems to extend their life and ensure
proper and safe functioning. Proper maintenance results in reduced long-term costs as
components are repaired rather than replaced. It also reduces the risk and liability
caused by signal outages and malfunctions.

OM11. Implement a Load-Testing Program.

Implement a load-testing program on selected bridges where structure degradation has
been observed.
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3.7  Connecting to the Region
Seattle is the major urban center in the
Central Puget Sound Region, accounting
for seventeen percent of the four-county
population, and thirty percent of total
employment. Businesses, industry and
maritime trade located here all create
demands on the transportation network
as they contribute to economic vitality.

The safe and efficient operation of the
local transportation network strongly
connects with the regional transportation
system. Both I-5 and SR-99 serve re-
gional traffic moving through Seattle and
as major arterials for traffic within the city.
Congestion on both of these routes often
overflows onto local streets. The Port of

Seattle, along with industrial and manufacturing centers, generates significant
demands on the transportation system. Rail and transit systems are needed
to serve commuters from the region working in Seattle. The state ferry
system is a unique part of the transportation network needed to move both
people and freight.

Because the City and the regional transportation systems are interdependent,
policies affecting the demand for transportation services also must be devel-
oped and coordinated on a broad, regional basis.

Comprehensive Plan Goals and Policies

TG26 Actively engage other agencies to assure that regional projects and
programs affecting the city are consistent with City plans, policies and
priorities.

T60 Support regional pricing and parking strategies that contribute to
transportation demand management objectives and to economic
development.

T61 Coordinate with regional, state and federal agencies, local
governments, and transit providers when planning and operating
transportation facilities and services in order to promote regional
mobility for people and goods and the urban center approach to
growth management.

T62 Support completion of the freeway high-occupancy-vehicle (HOV) lane
system throughout the central Puget Sound region.  Maintain the HOV
system for its intended purpose of promoting non-SOV travel.

T63 Expansion of freeway capacity should be limited primarily to
accommodate non-SOV users.  Spot expansion of capacity to
improve safety or remove operational constraints may be appropriate
in specific locations.

T64 Support a strong regional ferry system that maximizes the movement
of people, freight, and goods.

Seattle’s Central Waterfront is at the heart of the Central Puget Sound
region. The transportation network supports, business, industry, and tourism.



117Attachment  ACHAPTER 3.0: PLAN ELEMENTS

Strategies for Connecting to the Region

This section includes strategies that offer direction so that SDOT can build a multi-modal
transportation system to serve Seattle and connect to the region. SDOT works with
partner agencies to ensure that Seattle’s regional interests are met, regional projects are
consistent with City policies, and that our transportation system supports smart growth.
Strategies for establishing and implementing regional policies must include action at all
levels of government, including federal, state, regional and local. One overriding objective
that runs through all of these strategies is to assure that transportation projects and
servies implemented within the City are consistent with the Seattle Comprehensive Plan.

R1. Coordinate with Federal Government to Implement Transportation
Policy and Projects.

Implementation of major regional transportation projects will depend on significant federal
funding. Federal transportation policy will also set the direction on how available funding
may be used. The SDOT Director, working through the Mayor’s Office, establishes a
federal agenda that includes key policy objectives and project priorities to be implemented
through the federal transportation reauthorization bill and annual appropriations. The
City’s Federal Liaison in the Office of Intergovernmental Relations works with the
members of Congress from Washington State to advocate for these objectives. The
Mayor and SDOT Department Director meet with congressional members and key
federal Department of Transportation officials to advocate for these objectives. Other
channels are used, such as the US Conference of Mayors, Association of Washington
Cities (AWC) and the Puget Sound Regional Council Executive Committee.

R2. Coordinate with State Government to Implement Transportation
Policy and Projects.

SDOT works through several different channels to coordinate policy and project issues
with the State. The Mayor and the SDOT Director work directly with the Governor, state
legislative leaders, Washington State Secretary of Transportation and the Washington
State Transportation Commission on high level policy and project issues.

SDOT staff actively serves on special statewide committees and tasks forces to help
coordinate policies and projects. These include the Commute Trip Reduction Board, State
Bridge Replacement Advisory Committee, and the FAST Partnership. SDOT staff also
work directly with the staff of key state agencies, such as the Transportation
Improvement Board, Freight Mobility Strategic Investment Board and the Public Works
Trust Fund. SDOT staff also works through the AWC to influence state transportation
policies having broad impact on cities across
the state.

Much of this activity is conducted through
working groups convened to coordinate
specific projects, such as the Alaskan Way
Viaduct, SR520 Bridge Replacement and
transit service improvements on SR 99 and SR
522 (Lake City Way). SDOT staff works with
WSDOT to help assure that state highway
projects built within the City are consistent with
the TSP and Comprehensive Plan.

State ferries are an important element of the
state transportation system serving Seattle.
SDOT staff works closely with Washington
State Department of Transporation Ferries
Service on their ferry system plan and terminal
improvement plans to assure that these
projects and services are consistent TSP and The Galer Street flyover provides regional connections between the Port

terminals and railroad intermodal yards.
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Comprehensive Plan. State funding will also be a major part of the financing plan for
major regional transportation projects and ferry services. Changes to TDM policies and
implementation of specific TDM projects will require State Legislative action.

A state strategy should focus on several different levels: State Legislature, Governor’s
Office, Washington State Transportation Commission, Washington State Department of
Transportation, Transportation Improvement Board, Freight Mobility Strategic Investment
Board, FAST Partnership and the Public Works Trust Fund.

R3. Coordinate with Regional Government to Implement
Transportation Policy and  Projects.

Regional agencies serve several purposes: developing regional plans that set the context
for transportation policies; allocating federal funding; implementing taxes and allocating
funds; and providing transit, light rail, and commuter rail services. Regional agencies can
also be important in developing and advocating for transportation policy initiatives at both
the Federal and State levels. The Puget Sound Regional Council is the pivotal regional
organization with the authority to adopt regional transportation plans and provide the
framework for making decisions on how federal transportation funds are allocated. The
Mayor and City Council members influence regional transportation policies through their
membership on the Puget Sound Regional Council Executive Committee and
Transportation Policy Board.

SDOT staff help shape policy implementation through service on special committees,
such as the Regional Policy Evaluation Committee and the Seattle-Tacoma-Everett
Federal Transit Administration (FTA) Caucus. Sound Transit is also an important agency
shaping and implementing regional transportation facilities and service. The Mayor and
one City Council member serve on the Sound Transit board. SDOT staff work directly
with Sound Transit staff on special working groups to shape policy implementation.

Efforts have been underway for the last three years to create a regional structure to
select and finance major transportation projects. City elected officials, SDOT executives
and staff are actively engaged at the policy and staff levels helping shape this structure in
a way that will support City transportation objectives.

R4. Coordinate with County Government to Implement Transportation
Policy and Projects.

King County provides transit services and also plays a major role in developing
agreements on changes in transportation policies. The King County Regional Transit
Committee is the major forum for making policy recommendations to the King County
Council on transit issues. Two City Council members serve on this committee. SDOT
staff support these two members with background information and policy alternatives and
maintain working relationships with King County staff supporting the committee. The City
also participates in the Seashore Transportation Forum, which discusses transportation
policy issues affecting the North King County area and makes recommendations for
action by the King County Council. One City council member serves on this committee.

R5. Coordination with Other Organizations to Implement
Transportation Policy and Projects.

City objectives may also be pursued with the support from other organizations. The City
actively works with many non-governmental organizations to help cultivate support for
various transportation policy objectives. These organizations include such groups as the
Greater Seattle Chamber of Commerce, Downtown Seattle Association, and the
Discovery Institute. Special ad-hoc groups, such as the Transportation Partnership, are
often formed to bring together business, labor, environmental and government
representatives to support transportation improvement objectives. City elected officials,
executives and staffs attend meetings, make presentations and develop working
relationships through these organizations.
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Chapter 4: Funding the Plan
The TSP Update highlights a tremendous set of transportation challenges.
These include repairing a large backlog of maintenance for streets, bridges
and traffic control systems; making transit, bicycling, and walking dramatically
more attractive; protecting and improving neighborhood livability; and maintain-
ing and improving the movement of freight and goods.  We cannot afford to
ignore these needs. A healthy, efficient transportation system is absolutely
essential to achieving our vision for the future of Seattle. However, funding
these transportation needs into the future will be an even greater challenge
than in the past.

Comprehensive Plan Goals and Policies
The Funding chapter responds to the goals and policies adopted in the Invest-
ing in the Transportation System chapter of the City’s 2004 Comprehensive
Plan Transportation Element. The goals and policies provide guidance and
strategic direction for the more specific strategies, projects, programs and
services that make up SDOT’s implementation plan. This approach will insure
consistency with the Comprehensive Plan in developing funding strategies over
the next 20 years.

TG28 Recognize and promote the urban village strategy when making
transportation investments.

TG29 Work towards transportation funding levels adequate to maintain and
improve the transportation system.

T71 Make strategic transportation investment decisions that are consistent
with other policies in this Plan, with the Transportation Strategic Plan,
and with funding opportunities that promote the city’s transportation
investment priorities. These investment decisions will also be made
with consideration to future operating and maintenance costs
associated with improvements

T72 Support regional and local transit resource allocations, as well as efforts
to increase overall transit funding that are consistent with the City’s
urban village strategy and the regions’ urban center policies.

T73 Pursue strategies to finance repair of road damage from heavy
vehicles in a way that is equitable for Seattle’s taxpayers.

T74 Fund projects, programs and services with a combination of local and
non-local funds, including:

• Contributions from other entities that benefit from an investment,
such as property owners nearby an investment;

• Grants and other investments from local, regional, state, and federal
funding sources;

• Contributions from the region for investments that serve regionally-
designated urban centers and regional facilities.

T76 Consider new funding sources that are flexible, equitable and
sustainable, including:

• Growth- and development-related revenues, including impact fees,

CHAPTER 4.0: FUNDING THE PLAN
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where appropriate and where consistent with economic development
policies;

• User-based taxes and fees, including a commercial parking tax; and
• Other locally generated revenues.

T77 Support regional, state and federal initiatives to increase transportation
funding.  Work to encourage new and existing funding sources that
recognize Seattle’s needs and priorities.

T78 Consistent with the other policies in this Plan and the Transportation
Strategic Plan:

• Prepare a six-year CIP that includes projects that are fully or partially
funded;

• As part of the Transportation Strategic Plan, prepare an intermedi-
ate-range list of projects for which the City plans to actively pursue
funds over the next approximately 8 to 10 years, and

• Maintain a long-range working list of potential projects and known
needs.

T79 If the level of transportation funding anticipated in the six-year
financial analysis, below (Figure 4), falls short, the Department of
Finance and the Seattle Department of Transportation will:

• Identify and evaluate possible additional funding resources; and/or
• Identify and evaluate alternative land use and transportation

scenarios, including assumptions about levels and distribution of
population and employment, densities, types and mixes of land use,
and transportation facilities and services, and assess their affects on
transportation funding needs.

The City may then revise the Comprehensive Plan as warranted to ensure
that level-of-service standards will be met.

4.1  Funding Context

4.1a  The Funding Problem

The City of Seattle has a major transportation funding problem. Excluding special funds
for “mega-projects”, the City’s current annual transportation revenues are $69 million.
Of this amount, local revenues comprise $52 million, consisting of $34 million from the
General Fund, $6 million from the Cumulative Reserve Fund, and $12 million from gas
taxes.  The remaining $17 million comes from grants, loans and other sources.  The
current resources are only adequate to fund operations and maintenance plus a small
amount of major maintenance — a few miles of arterial paving each year, one bridge
replacement every 3 - 5 years and a few traffic control system projects.  The current
level of funding is not adequate even to prevent progressive deterioration in the
transportation infrastructure.  In fact, at current levels of funding, the $500 million
backlog of deferred maintenance will double within the next ten to fifteen years.

Achieving appropriate levels of maintenance (preventing additional deterioration and
gradually retiring the maintenance backlog) is estimated to require an additional $40 to
$50 million per year.  Improvements for meeting the transportation needs identified in
the neighborhood plans would add several million dollars per year to that amount.
Investments in much-needed mobility improvements would require still more funding.
Seattle transportation system needs could easily absorb an additional $100 million per
year.
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Several factors have eroded Seattle’s transportation funding over the years. The City
lost over $10 million per year when the State Supreme Court declared the Residential
Street Utility Fee unconstitutional in 1995.  In 2003, the State Supreme Court upheld
the provisions of Initiative 776 and eliminated the Vehicle License Fee that was
providing about $5 million per year for transportation.  Gas tax revenues have declined
about 4% each year (adjusted for inflation) due to two factors: (1) since gas taxes are
on a per-gallon basis, the revenues can increase only with consumption, not price
inflation, and (2) the State has not updated the gas tax distribution formula to account
for the creation of new cities and towns.  In short, SDOT continues to lose
transportation revenues.

The Mayor and City Council have filled a major part of the funding gap by increasing
the amount of revenues from the General Fund (GF) and Cumulative Reserve Fund
(CRF) that are allocated for transportation.  From 1995 to 2002, the amount of
revenues from these sources for transportation was increased from $13.4 million to
$45.3 million.  In 2004, this amount is $40.3 million.  Unfortunately, revenues from
these sources are not sustainable at current levels.  A major source of GF revenues is
the property tax.  However, Initiative 747 has constrained property tax growth (except
for new development) to 1% or less per year.  A major source of CRF revenues is the
Real Estate Excise Tax (REET).  The recent surge in real estate transactions will
likely subside as interest rates rise in coming years.  Moreover, there are many other
city programs besides transportation that are dependent on these sources.  Competition
for these revenues will intensify as the growth in revenues fails to keep up with
program needs.

Efforts to secure help from the State Legislature in the form of local option revenue
sources for transportation have not been successful.

Currently, the City of Seattle does not have the funds to provide and maintain a healthy,
efficient transportation system.  We need to find new funding sources and cannot
afford to continue neglecting this problem, because if neglected, it will become
progressively more expensive. The City’s livability and vitality are at stake. This
section will briefly examine the current revenues, then recommend options for raising
additional funding.

4.1b  Current Funding Sources

The City’s transportation funding comes from four main sources: tax and fee revenues,
grants, partnerships and reimbursable services.

Tax and Fee Revenues.  SDOT’s transportation tax and fee revenues include the local
allocation of the state fuel tax, general fund sources, and cumulative reserve fund
sources.

Fuel tax revenues provide about $12.2 million of SDOT’s 2004 budget.

General Fund revenues (sales tax, property tax, B&O tax, utility taxes, street use
permit fees, parking meter fees, and other smaller taxes and fees) contribute $34.4
million to the 2004 Transportation budget.

Cumulative Reserve Fund revenues (the real estate excise tax and other sources)
provide $5.9 million of the 2004 transportation budget.

Grants. SDOT typically secures between $10 and $20 million per year in federal and
state grants. To secure these grants, the City must allocate between $5 to $10 million
for local match.  From time to time, the City is also able to secure special grant funding
for major capital projects.

Partnerships. SDOT works with both public and private partners to fund projects,
including the State, King County/Metro, the Port of Seattle, the Regional Transportation
Investment District, and private businesses.  The Department sometimes partners with
individual citizens and businesses to fund small improvements like sidewalk repairs.
CHAPTER 4.0: FUNDING THE PLAN
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Reimbursable Services.  SDOT provides services to public and private agencies on a
reimbursable basis, such as street use permitting and repairing utility cuts.

Cost Avoidance Opportunities

Savings generated by efficiency improvements—getting more for our existing spending—
are SDOT’s first target for reducing the need for additional revenues. In fact, SDOT has
implemented a number of recent improvements that are having a substantial impact on
efficiency and cost effectiveness.  Examples include:
• Re-timing and synchronizing traffic signals in 17 corridors throughout the City.
• Procuring new equipment (paving machines and dump trucks) with greater capacity.
• Use of improved materials (concrete and asphalt) with greater durability.

• Implementation of a pavement management system to determine the most cost
effective application of limited paving resources (to date implemented only for the
arterial street system, not yet the local street system).

• Computerized mapping of land parcels, streets, utilities, structures, landscaping and
traffic control systems to facilitate design and management of City resources.

• Partial implementation of an Intelligent Transportation System program to improve
traffic management and safety.

As important as efficiency improvements are, they are not enough to offset Seattle’s
transportation funding shortfall.  Ironically, a shortage of funds can actually result in
increases of cost inefficiencies.  Following are some examples:

Inability to fund routine paving, such as “chip seal”, on roads in good condition allows the
road surface to deteriorate to a condition requiring reconstruction, which is several times
more expensive than the chip seal resurfacing.

Funding might be available for one project, such as road reconstruction, but not available
for utility replacement on the same road section.  When the utility replacement is later
done, part of the road will have to be reconstructed again.  Having funding available for
both projects simultaneously would avoid the second road reconstruction.

Strategies for Funding the Transportation System

This plan offers direction so that SDOT can make the most of new transportation
investments. The Funding Chapter identifies strategies so that SDOT can leverage
investments, both public and private, for use in new transportation projects to get the best
return on taxpayer transportation dollars. The following strategies are proposed:

F1.  Prioritize Transportation Programs and Projects to Maximize
Benefits from Limited Revenues

Prioritization of transportation programs and projects occurs annually during the process
of development and approval of the annual budget.  In setting priorities, SDOT will seek
to balance projects and programs from all categories to maximum the public benefit from
limited transportation revenues.

Over the next several years, it is likely that SDOT will be faced with declining funding
sources.  That means painful decisions deciding what programs and projects to reduce or
cut as well as determining how to spread limited resources over those that will receive
funding.  In this austere environment, careful prioritization becomes even more critical
(and difficult) than in times when funding is more plentiful.

The four-step process used to evaluate and prioritize SDOT activities is described in
more detail in Section 4 below.
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F2.  Maximize Available Funding Resources

Historically, SDOT has aggressively pursued state and federal grants. In these times of
fiscal austerity, these funding sources become especially important as a means to leverage
local funds.  However, it is important to recognize that outside funds usually require local
match.  Just because grant funding may be potentially available for certain projects does not
always mean that those projects are the best use of the local funds.

F3.  Continue to Look for Means to Improve Efficiencies and Cost
Effectiveness

Making improvements to efficiencies and cost effectiveness save money and help SDOT
stretch transportation dollars further.  SDOT always makes an effort to identify means to
improve efficiencies and cost effectiveness and will continue these efforts in the future
(e.g., extending the pavement management system to local streets, re-time and synchronize
traffic signals, implementing the ITS, protective coating bridges).

F4.  Develop New Funding Resources

Opportunities for new local funding sources for transportation are very limited.  In keeping
with City Council Resolution 30683, SDOT has been directed to work with other cities in
Washington and with elected State representatives to develop legislation for new local option
funding sources for transportation.  Transportation user fees, whereby users of the
transportation system pay in proportion to their amount of use, should be the primary
component of any new long-term funding package for SDOT.   In addition, SDOT will
continue to look for transportation funding sources that provide an ongoing, flexible and
growing source of funds in order to keep up with ever-increasing costs of operating and
maintaining the transportation system.

In recent years, SDOT staff has worked with various groups to identify potential funding
sources for transportation.  These groups include the Blue Ribbon Transportation
Commission, the Association of Washington Cities, the Citizens’ Transportation Advisory
Committee, and the King County Department of Transportation.  Potential funding sources
that have been identified are listed below:
• Fuel Tax.  The fuel tax is well understood and has a fairly good nexus to transportation

use.  The collection and administration process is well established.  Implementation under
current statutory authority would require a joint agreement with King County and a 50%
voter approval.  Unfortunately, the current distribution formula for tax proceeds is
weighted against cities and the fuel tax revenues have poor (negative) growth potential.
With these considerations, if the Legislature is favorably disposed to an additional “cents-
per-gallon” fuel tax with a major portion of proceeds allocated to cities, the City will
support and encourage Legislative action.

• Sales Tax on Fuel.  The sales tax on fuel would require new legislation and probably
voter approval.  It has good nexus and better growth potential than the (per gallon) fuel
tax.  This revenue source should be considered in concert with a revised allocation
formula that more fairly distributes tax proceeds according to the amount and usage of
transportation infrastructure within jurisdictional boundaries of cities, counties and the
state.

• Mileage-Based User Fees.   Technology is now emerging that would accommodate a
mileage-base fee system whereby vehicle travel could be monitored electronically and
fees charged based on mileage driven times a rate per mile.  It is even technically
possible to determine the mileage driven by geographic jurisdiction and/or by day/time
period.  The state of Oregon is now engaged in a test program for mileage-based fees as
an eventual replacement for the per-gallon fuel tax.  This type of fee has a good nexus to
use of the transportation system.  Implementation would require new state legislation and
the program would probably need to be implemented on a regional or statewide basis.
This is recommended as a long-term funding source to be pursued as the technology and
political climate mature.

CHAPTER 4.0: FUNDING THE PLAN
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• Vehicle Weight Fee.  Currently, the cities in Washington State receive none of the
weight fees from heavy-duty vehicles.  There is no weight fee for light-duty vehicles.
This fee would have a fair nexus to transportation and would require new legislation.
The Vehicle Weight Fee could be combined with the Mileage-Based User Fees (scale
the per-mile rate according to vehicle weight).   This funding source should be
pursued only if the city share of receipts is proportional to fees collected from users
of local transportation facilities.

• Street Utility Fee.  From 1992 - 1995, the City had implemented a Street Utility Fee
that provided over $10 million per year revenues.  However, the State Supreme Court
disallowed the Street Utility Fee for residential application in 1995.  But with new
legislation and careful restructuring of the fees to strengthen the nexus between the
fee charged and the use of the transportation system, this could be a good ongoing
funding source for the City.  Also, unlike fuel taxes or vehicle weight fees, this
revenue source could be readily implemented and administered within city boundaries.
To be successful, implementation would require extensive outreach to both commer-
cial and residential communities in Seattle as well as coordination of support from
other cities in the state (to encourage legislative action).  It is essential that the fee
structure be understandable and perceived as fair to those who will pay the fees.

4.2: SDOT Program/Project Evaluation Process

Following is a description of a four-step process that SDOT uses to prioritize the
programs and projects in preparing recommendations to the Mayor and City Council for
inclusion in the budget, the CIP, and the grant development process.

Step 1: Identification of Transportation Needs

This step is really an ongoing process during which projects and programs for future
funding are identified.  These needs are developed from a number of sources:
• Transportation Strategic Plan.  The TSP describes transportation strategies that

are supported by projects and programs.  In the pursuit of each strategy, specific
action items will emerge that will require programming and commitment of resources.

• Ongoing operations and maintenance programs .  SDOT departments have
established periodic activities that are essential to operating and maintaining the
transportation infrastructure.

• Backlog of projects .  SDOT has a $500M backlog of projects for major mainte-
nance and replacement of transportation infrastructure.  This backlog is updated as
projects are funded and built and as existing facilities age and require maintenance.

• Projects in current CIP.  The Capital Improvement Program is a revolving six-year
list of transportation projects.  Some projects in the CIP are not fully funded or have
additional phases that require new funding sources.

• Projects from SDOT planning. SDOT conducts transportation studies that identify
projects and programs desired for a specific area or mode.

• Neighborhood plans and citizen requests. SDOT incorporates needs identified in
neighborhood plans into this process, as well as input from neighborhood and stake-
holder groups.

• Coordination with partner agencies.  SDOT staff works in partnership with other
agencies in the Puget Sound region to develop and fund transportation projects.

Step 2: Identification of non-discretionary programs and projects.

This step identifies non-discretionary programs and projects that must be budgeted for
completion.  Criteria for these items are as follows:
• Mandated, with serious consequences for failing to met the mandate (e.g. debt

service, judgment and claims payments, Metro “Ride-Free Zone” payment, City
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Commute Trip Reductions payment, federal or state law mandates)
• Essential for the Department to function on a daily basis (e.g. accounting, payroll,

human resources, facility rental, vehicles and equipment)
• ·Reimbursable services to other City departments or outside agencies (e.g. street use

permitting, repairing utility cuts)
• Restricted funding services (e.g. support for Sound Transit, Monorail, Metro, Alaskan

Way Viaduct)
• Services that generate revenue for General Fund (e.g. parking)
• Currently in construction (stopping these projects would be more costly than completing

them)
• Urgent safety or emergency need (e.g. landslide, sinkhole)

Step 3:  Prioritization of Discretionary Programs and Projects

The programs and projects remaining after Step 2 are then grouped into priority categories
(high, medium, low).  This prioritization process evaluates each program or project on its
merits.  Following are the criteria applied to this evaluation:
• Safety.  To what extent does the program/project reduce or eliminate a risk to public

safety?
• Preserving and maintaining infrastructure . To what extent does the program/

project maintain and preserve the City’s transportation infrastructure?
• Cost effectiveness or cost avoidance . Will the program/project save City significant

amounts of money in the future by using special funds now available or by avoiding
much higher costs if infrastructure is allowed to deteriorate further?

• Mobility improvement.  Will the program/project improve mobility or prevent deterio-
ration of mobility?

• Economic development.  Does the program/project support economic development?
• Comprehensive Plan/Urban Village land use strategy.  Does the program/project

address Comprehensive Plan goals or policies?  Does it build, improve or repair trans-
portation facilities to promote and accommodate movement within and between urban
centers, urban villages, and/or manufacturing and industrial centers?

• Improving the Environment. Does the project promote healthy neighborhoods,
protect and/or improve environmental quality, reduce or mitigate pollution and promote
energy-efficient transportation?

Step 4: Ordering Projects and Programs for Implementation

Once programs and projects have been grouped into priority categories, they are
evaluated to determine their readiness for implementation.  For example, even though a
project may be a high priority, other circumstances may determine that the project is not
ready for implementation.  Four criteria are used to make this determination:
• Funding availability.  How much funding is available for the project from external

sources (grants, partnerships or other contributions)?
• Interagency coordination. Is project/program related to other projects in a way that

affects project timing?
• Geographic balance.  Does the project improve the balance of transportation funding

to be spent among geographic sectors of the City?
• Constituent balance.  Does the project improve the balance of transportation funding

to be spent among constituent sectors of the City?  Examples include:  (1) Freight
mobility, (2) Transit and ride-sharing, (3) Bicycle and pedestrian, and (4) Business.

The evaluation process considers the results of steps 3 and 4 together in order identify
projects for which funding will be sought.

CHAPTER 4.0: FUNDING THE PLAN
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Chapter 5:  Performance Reporting

SDOT currently reports on performance in a number of ways:

The SDOT Quarterly and Annual Reports: These documents
include an overview of the facilities built, activities complete and
project status. Although they are not performance measures, the
“By the Numbers” reports give an overview of the types of
projects and activities being completed by the Department.

The Mayor’s Environmental Action Agenda (EAA): The
Environmental Action Agenda presents the City’s goals for
protecting environmental quality, promoting environmental justice,
and improving quality-of-life in Seattle for current and future
generations. The agenda creates a framework for integrated City
environmental action, robust tracking and reporting,  coherent
communication on environmental issues and links environmental
stewardship, economic development and social equity.

Current Performance Measures:  SDOT currently has
established performance measures and reports on the progress

made for mode choice, pavement management, and draft measures for the Urban Village
Transit Network (UVTN) corridors.

5.1  SDOT Quarterly and Annual Report:  By the Numbers
Reporting

Since first quarter of 2003, SDOT began augmenting the annual TSP Report with
quarterly reporting that include a “by the numbers” section. Although not performance
measures, “by the numbers “ describes the number of facilities or actions taken by the
department in the preceding year. Reporting for 2004 is shown on the facing page.

5.2  The Mayor’s Environmental Action Agenda

The Environmental Action Agenda establishes four integrating themes for environmental
action: Clean Air and Climate Protection, Healthy Habitat and Clean Water, Sustainable
Forests, Connected and Healthy Neighborhoods. The Environmental Action Agenda
establishes measures and targets for tracking progress over time and reports biennially on
Earth Day. The next progress report is due out in 2006. SDOT reports on the following:

• Improved travel time along key corridors that have signals optimized
• Percent of urban trails network complete
• Improve compliance with paid parking requirements
• Improved transit ridership in key corridors
• Improve compliance with posted time limits
• Reduce (vehicle) miles traveled in the community by 1 million miles by 2007
• Reduce percent of City employees driving to work alone by 35% from 1992

levels
• Reduce miles traveled in the community by one million miles by 2007
• Average condition of pavement

5. 3  Current Performance Measures

Mode Choice:SDOT works with other City Departments and partner agencies to
describe progress made towards the mode choice goals established in the Comprehensive
Plan. Mode Choice is assessed and reported on a ten-year cycle consistent with the
required Comprehensive Plan Update schedule. The 2004 Mode Choice goals for
combined non-SOV modes are reprinted from the 2004 Comprehensive Plan Update and
included on pages 63 and 64 of this plan.
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Areaways repaired or historically restored ...........................................................................................  4

Bike maps issued ............................................................................................................................... 57,315

Bike racks installed ............................................................................................................................. 53

Bike lanes created .............................................................................................................................. 2.15

Bridge repairs made ........................................................................................................................... 419

Bridges painted .................................................................................................................................. 1

Construction/special event traffic control plans developed/approved ....................................................... 1,600

Crosswalks upgraded ......................................................................................................................... 131

Curb bulbs installed ............................................................................................................................ 19

Curb ramps constructed ...................................................................................................................... 483

Curb ramps retrofitted ........................................................................................................................ 245

Lane miles painted ............................................................................................................................. 1,132

New marked crosswalks installed ........................................................................................................ 50

Pay stations installed .......................................................................................................................... 500

Pedestrian crossing improvements completed ....................................................................................... 18

Pedestrian lights installed ................................................................................................................... 61

Pedestrian and bicycle spots improved ................................................................................................. 38

Pedestrian walkways improved ............................................................................................................ 7

Potholes filled .................................................................................................................................... 78,079

SDOT public website visits .................................................................................................................. 2,603,514

Sidewalk blocks rehabilitated .............................................................................................................. 10

Speed humps/chicanes/others constructed ........................................................................................... 5

Stairways rehabilitated ....................................................................................................................... 18

Street Use permits issued* ................................................................................................................. 18,388

Street trees planted ........................................................................................................................... 2,358

Street trees pruned ............................................................................................................................ 1,802

Traffic circles installed ........................................................................................................................ 11

Traffic signals optimized ..................................................................................................................... 150

Traffic signs installed .......................................................................................................................... 2,480

Traffic signs maintained ...................................................................................................................... 17,258

Grants/appropriations/authorizations received ...................................................................................... 11,065,000

Grants/appropriations/authorizations submitted for future funding .......................................................... $190,644,000

Percentage of contracts issued to women and minority business enterprises ........................................... 12.6%%

*The number includes pending permits and renewals

SDOT 2004 Annual “By the Numbers”  Reporting

CHAPTER 5.0: PERFORMANCE REPORTING



128 CITY OF SEATTLE TRANSPORTATION STRATEGIC PLAN, 2004 UPDATE

Pavement Management

DOT assessed the condition of its arterial street pavements in 2003 and produced
the City of Seattle Pavement Condition Report (2004). Seattle’s arterial pavements
are, on average, in good condition, but many street surfaces are at or beyond their
expected performance life. This is a strong indicator of future maintenance need.
Moreover, the amount of pavement resurfacing, rehabilitation and reconstruction that
Seattle accomplishes each year is less than the amount that it needs to complete in
order to keep up with the maintenance need. The current amount of deferred
maintenance is estimated to be about $310 million and is projected to increase to
$560 million within ten years at the present level of investment.
The two measures of performance for the pavements system are:
1. Condition of the network (% of the network reported in excellent, very good, good,

fair, poor, or very poor condition). Data is collected to update this measure every
two years. The next update will occur in fourth quarter 2005. The survey of pave-
ment condition completed in the summer of 2003 yielded the following:

2. What is SDOT’s yearly arterial paving investment and is it keeping pace with the
need?  The following chart describes the level of investment and need for the years
1996-2005:

Reprint of Figure 19:  Rating Seattle’s Pavement
Condition, 2004

Poor
10.4%

160 Lane-miles

Excellent
24.3%

372 Lane-miles

Very Poor
5.5%

85 Lane-miles

Fair
12.8%

197 Lane-miles

Good
18.5%

284 Lane-miles

Very Good
28.4%

436 Lane-miles

Figure 29:  Arterial Paving Level of Investment
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Transit

The Seattle Transit Plan establishes UVTN performance standards for service frequency,
span of service, and transit speed. Performance standards for reliability and passenger
loading have been assessed in the Transit Plan and will be added in the future. SDOT will
report annually on the following UVTN corridor performance:

Frequency.  Although the measure of frequency strictly refers to the number of services
per hour, the measure of headway is often more useful and easier to use.  The unit of
headway also measures frequency, but measures it in terms of minutes between services.

The conditions for assessing the UVTN in terms of frequency are as follows:

§ Select UVTN route segment to be measured.

§ Service frequency level-of-service  (LOS) is determined by destination from a given
transit stop, as several routes may serve a given stop, but not all may serve a particular
destination. Some judgment must be applied to bus stops located near timed transfer
centers. There is a considerable difference in service from a passenger’s perspective
between a bus arriving every 10 minutes and three buses arriving in a row from a
nearby transfer center every 30 minutes, even though both scenarios result in six buses
per hour serving the stop. In general, buses on separate routes serving the same destination
that arrive at a stop within 3 minutes of each other should be counted as one bus for the
purposes of determining service frequency LOS.

§ The assessment of frequency should be based on the longest headways on the daily
schedule.

Table 7: Proposed UVTN Service Frequency Measurement

UVTN Service Frequency Measurement

It should be emphasized that although headways are given as continuous ranges for the
purposes of determining QOS, passengers find it easier to understand schedules when
clock headways are used (headways that are evenly divisible into 60). When clock headways
are used, transit vehicles arrive at the same times each hour.  This is particularly important
when headways approach the higher end of the acceptable range.

For late night owl services, headways should be 30 minutes or less.

QOS Headway (min.) Comments

Pass +3 <7 Passengers don’t need schedules, headway based

Pass +2 7-10 Passengers don’t need schedules, headway based

Pass +1 11-15 Frequent service, passengers start consulting schedules

Fail -3 16-20 Undesirable time to wait if bus/train missed

Fail -6 21-30 Service unattractive to choice riders

Fail -9 <31 Service unattractive to all riders

CHAPTER 5.0: PERFORMANCE REPORTING
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Span of Service. Span of service (also known as hours of service) is relatively
easy to measure. It is the number of hours in the day that a service runs at UVTN
frequencies. The conditions for assessing the UVTN in terms of span of service are
as follows:

§ Select UVTN route segment to be measured.

§ Span of service LOS is determined by assessing the hours of service for the whole
route.  This is important, as the UVTN will be made up of services running at high
frequencies throughout the required hours of service.  If one element of the network
shuts down early, the network is essentially flawed, and its usefulness severely
compromised.

Table 8: Proposed UVTN Span of Service Measurement

UVTN Span of Service Measurement

If a route has sufficient ridership to justify UVTN-level frequencies levels for over 16
hours a day, it will generally have sufficient ridership to justify (or require) a night (or
owl) service running at reduced frequencies.

Travel Speed. Despite the best efforts of the City and King County Metro, transit
service in Seattle continues to be slow. On key downtown streets, average operating
speeds for transit never top 10 mph, and in some cases – such as Pine and Pike streets
in the PM peak – fall below 5 mph. This is due to a combination of rising patronage
(which increases boarding times), and increased traffic congestion. This is not a factor
unique to the Puget Sound region – many agencies across the country are losing 1% or
more per year in average operating speed. Although travel speed would generally be
measured in MPH, the system of measurement to be used in this case is travel speed as
a proportion of the posted speed limit.  The unit will therefore be Percentage of Posted
Speed Limit (%PSL).

The conditions for assessing the UVTN in terms of transit travel speed are as follows:

§ Select UVTN route segment.

§ The measurement of transit travel speed needs to incorporate all aspects of the trip,
including dwell time at stops and traffic signals, delays caused by traffic congestion
and mechanical faults.

§ Travel time along a segment would then be divided by the speed limit.

QOS      Service Span (Hrs.) Comments

Pass +3 20-24 Night service provided (e.g. 4:30 AM-12:30 AM or better

Pass +2 18-20 Late evening service provided (e.g. 5:00 AM-1:00 AM)

Pass +1 16-18 Late evening service provided (e.g. 6:00 AM-10:00 PM)

Fail -3 14-16 Early evening service provided (e.g. 6:00 AM-8:00 PM)

Fail -6 12-14 Minimal span not useful to many riders (e.g. 6:00 AM-6:00 PM)

Fail -9 <12 Night service provided (e.g. 4:30 AM-12:30 AM
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Table 9: Travel Speed Measurement

UVTN Travel Speed Measurement

As mentioned earlier, posted speed limit has the potential to serve as a reasonably consistent
term of reference (unlike auto or network speeds which tend to be prone to “creep”).
One of the main reasons that the posted speed limit was selected is that it is very uncommon
that it changes without significant effort and process. Posted speed limits should not be
reduced as a way of improving the measured travel speed LOS.

These transit performance measures are included in more detail in Appendix C:
Seattle Transit Plan.

In addition to the above activities, SDOT will work to develop new performance
measures consistent with strategies in this plan (W9: Develop Pedestrian
Transportation Performance Measures; and B12 Develop Bicycling Transportation
Performance Measures). These measures will be developed and tested through the
sub-area planning process in order to determine those that are the most meaningful for
citywide application.

Pass +3

Pass +2

Pass +1

Fail -3

Fail -6

Fail -9

> 20% of services running >0.7SL
> 90% of services running >0.5SL  (or 10 MPH, whichever is greater)
> 100% of services running >0.3SL(or 10 MPH, whichever is greater)

QOS  % Posted Speed Limit Comments

> 10% of services running >0.7SL
> 80% of services running >0.5SL  (or 10 MPH, whichever is greater)
> 100% of services running >0.3SL(or 10 MPH, whichever is greater)

> 5% of services running >0.7SL
> 70% of services running >0.5SL  (or 10 MPH, whichever is greater)
> 100% of services running >0.3SL(or 10 MPH, whichever is greater)

> 70% of services running >0.5SL
> 5% of services running <0.3SL  (or 8 MPH, whichever is greater)

> 50% of services running >0.5SL
> 10% of services running <0.3SL  (or 8 MPH, whichever is greater)

> 30% of services running >0.5SL
> 20% of services running <0.3SL  (or 8 MPH, whichever is greater)

A very high proportion of transit
services running at speeds that would
make it attractive compared to driving.

A high proportion of transit services
running at speeds that would make it
attractive compared to driving.

An acceptable proportion of transit
services running at speeds that would
make it attractive compared to driving.

An unacceptable proportion of transit
services running at speeds that would
make it attractive compared to driving.

An unacceptable proportion of transit
services running at speeds that would
make it attractive compared to driving.

An unacceptable proportion of transit
services running at speeds that would
make it attractive compared to driving.

CHAPTER 5.0: PERFORMANCE REPORTING
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Appendix A: Projects and Programs that Support TSP
Strategies

This chapter includes lists that identify the projects and programs SDOT is
implementing to support the TSP principles.  Many projects and programs support more
than one TSP principle; the matrices are not meant to exhaustively catalog each project
element, but rather to identify the main principles supported by each project or
program.

In the Capital Improvement Program (CIP) Matrix, the “TCxxxxxx” numbers that
follow each project title is its CIP number, and can be used to find the project in the
department’s adopted CIP.  The CIP includes a project description, schedule, and
funding information for each project.  For each program in the Program Matrix, the
Budget Control Level (BCL) category is identified; budget amounts by BCL can be
found in the departments adopted budget. Both of these documents are available on the
City’s web site at:  www.seattle.gov/financedepartment/.
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